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This 1500-kw 60-cycle Allis-Chalmers synchronous motor-gener- 
ator set is one of several large sets ordered by the Public Service 
Electric Company for railway power supply. It is in successful — 
operation in the Irvington substation in Newark, Mai : 


‘Allis-Chalmers Mfg. Co., Milwaukee, Wisse | 
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New York Railways Stepless Car on Broadway, Equipped with Westinghouse Motors and PK Control. 


New York 


The Metropolis of the Western Hemisphere 


The New York Railways Company found a most successful 
solution of a difficult traffic problem by means of 175 equip- 
ments of Westinghouse PK Control. 


The operation of these equipments proved so satisfactory 
that the Third Avenue Railway adopted PK Control to meet 
their heavy traffic conditions. 


Type PK control is intended 
to afford remote control for cars 
now equipped with K type con- 
trollers. The PK head is attached 
to the K controller placed be- 
neath the car, and is operated by 


a master controller on the plat- 


form from either, or both ends 
of the car. Thus all heavy cur- 
rent carrying parts are located 
where they should be, beneath 


Third Ave. Railway Car Equipped with two Westinghouse the car. 
No. 328 Motors and PK Control. 


Westinghouse Electric & Manufacturing Co. 


Sales Offices in Ww East Pittsburgh, 
45 American Cities | Pennsylvania 
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Pressed-Steel Cars for the Chicago Elevated 
1234 


A summary of the reasons for choice of materials and 
dimensions, also the considerations which governed the 
size and arrangement of the members in the body 
framing. 
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Publicity Work of Public Service Commissions 


1240 


This article contains a detailed summary of the pub- 
licity methods of the New York (First and Second Dis- 
tricts), Pennsylvania and Massachusetts Commissions. 
HEXLECTRIC RAILWAY JOURNAL, Dec. 5, 1914. 7 cols. 


A Neglected Principle of the “Safety First’ 

Movement ; 1244 
C.-J. Franklin emphasizes the importance of the proper 
selection of trainmen. The ability of the employment 
agent to judge the applicant is the key to the situation. 
Instances are cited. 


ELEcTRIC RAILWAY JOURNAL, Dec. 5, 1914. 5 cols. 


Annual Meeting of American Society of 
1248 


Mechanical Engineers 
At the New York meeting held on Dec. 1-4, many sub- 


jects were discussed, among them being snow removal, 


factory floors, the elimination of seams in steel and the 
hardening of tool steel. 

ELectRic RAILWAY JOURNAL, Dec. 5, 1914. 5 cols. 
Communications 1254 


The Code of Principles. Information Wanted by Pas- 
A. I, E. E. Standardization Rules. 


sengers. 
BELectTrRic RAILWAY JOURNAL, Dec, 5, 1914. 2 cols. 
American Association News 1255 


American executive committee met on Dec. 3 and con- 
sidered plans for Washington and San Francisco meet- 
ings. Hooper-Holmes service to be continued. R. E. 
Danforth explained to Public Service Company section 
comprehensive program plans. 
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rake Equipment and Facilities « 
; Oo 
‘TF 
0 
E 
Summary ; 
: ; C 
Straight Air Brake for single cars only, in very light slow-speed city service. As | 
a matter of fact, some form of semi-automatic equipment is now invariably : 
recommended even for single cars, because of the greater factor of safety ‘a 
provided. Furnished also as a ‘Featherweight’ schedule. e 
| 


Semi-Automatic or Straight-Air Brake with Emergency Feature for single cars, 
or motor car with one trailer trains, operating in city or suburban service. 
Furnished also as a “Featherweight’’ schedule. 
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AMM Quick-Service Graduated-Release, High Emergency Pressure Automatic 
Brake for trains of from one to five cars operating in suburban or interurban service. 
AML Quick-Action, Quick-Service, Graduated Release, High Emergency .Pres- 
sure Automatic Brake for trains of any length. 


Electro-Pneumatic Brake for special subway and elevated road high-pressure 
traffic conditions, including various combinations of the universal or “built-up” 
type of apparatus, as required. 


Governor Synchronizing System for insuring simultaneous starting and stopping 
of all compressors in a train, insuring equal diversion of pump labor, and 
reducing maintenance. 


Signal Systems, Pneumatic and electro-pneumatic as required for single cars or 
trains of any length; reliable and positive in operation, as well as economical 
in air consumption. 
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Air Compressors and Governors, particularly designed for the severe and exacting 
conditions of air brake service. Compact, light weight, reliable, easily main- 
tained, and built in a wide range of capacities. 


Automatic Car Air and Electric Coupler in many forms adapted to all require- 
ments of modern electric train service. 


Special Shop Facilities for repairs to brake apparatus of all kinds, insuring 
accurate restandardizing at a minimum cost. 


Engineers and Experts at headquarters and in the field, for consultation advice, 


supervision, or assistance in getting the very best results possible from the 
use of air brakes. 
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Westinghouse Traction Brake Company 
Pittsburgh, Pa. 


NEW YORK CHICAGO ST. LOUIS 
City Investing Bldg. Railway Exchange Bldg. Security Bldg. 
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Consolidation of STREET RAILWAY JOURNAL AND ELECTRIC RAILWAY REVIEW 


as the safest of its kind in the 
state, disclosed a most contradictory condition of affairs. 
The shop has an employees’ safety committee which 
meets regularly to discuss the cause and cure of every 
accident, and the company apparently is willing to fol- 
low any suggestions that will reduce hazard to its work- 
men. When the mill room was shown to a visitor, a 
great deal of pride was taken in exhibiting the sheet- 
iron housings and screens that had been put up to in- 
close the belting of some tools, yet, strange to say, other 
belts and chain-driven tools near by carried no such 
protective devices at all. The floor was littered with 
boards and blocks in every possible direction, a ladder 
had been left in a decidedly dangerous position against 
the wall, and across a passageway, overhead, a loose 
board was bridging the space between a window sill 
and a roof truss ready to Zeppelin the innocent visitor. 
Aside from these major dangers were such minor ones 
as brushing off a circular saw which hung from a post 
with a looseness akin to nonchalance, or April-fool kick- 
ing into a pile of shavings that might cover a piece of 
metal with more inertia than is good for toe comfort. 
We say nothing of the fire danger. If this is the best 
that the company and the committee can accomplish for 
“safety first’’ it would be well for the members to stick 
to their regular jobs and hire a German Hausfrau of 
the good old kind to do some real house-cleaning. 


On an interurban road the sub- 
SUBSTATION station attendant has a lonesome 
aoe ah) BUSY job at best, and if he is energetic 
he is. constantly seeking something to keep him busy. 
Generally his sole duty is to attend to the substation 
equipment if it is away from a station stop, but even 
at the way station his duties as ticket agent are not 
arduous. In any event, the attendant’s salary forms a 
large proportion of the substation’s operating cost. 
For this reason many roads have made it a practice 
to hire as cheap a man for this position as is consist- 
ent with the duties he has to perform. There is con- 
siderable difference of opinion regarding this practice, 
however, and in an effort to keep down the station oper- 
ating cost some roads have given the attendant other 
duties to perform. On the Chicago, South Bend & 
Northern Indiana Railway each substation attendant 
is supplied with forms for a certain type of field and 
armature coils and a stock of wire with which he is 
expected to keep the storeroom supplied with a suffi- 
cient stock of coils for all repairs. These coils are 
merely wound and pressed into shape at the substations, 
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1 A recent examination of a certain and when a sufficient number have accumulated they 
dai new shop which has been heralded are sent to the shop where they are dipped, baked and 


turned into stock. This practice has enabled the com- 
pany to employ a higher priced and, consequently, a 
better qualified substation attendant, without increas- 
ing the cost of operation. The idea of keeping the sub- 
station attendant engaged is an excellent one, particu- 
larly when a portion of his time may be charged to 
other work. On the larger systems, where the number 
of coils for repairs would be insufficient to keep all 
attendants constantly employed, the installation of a 
machine lathe or other equipment for finishing various 
kinds of small castings or manufactured repair parts 
would attain the same end. 


In the special convention issue of 
PUBLIC SERVICE the ELECTRIC RAILWAY JOURNAL 
COMMISSIONS devoted to public relations a 
chapter treated of publicity methods of public utilities, 
a topic closely related to the main subject. In the pres- 
ent issue is a view of publicity from another angle, that 
of the public service commission. A commission, we 
believe, has a duty to perform in enlightening the 
public and assisting in a correct understanding of the 
problems of the public utility companies. Owing to its 
intimate relations with the companies within its juris- 
diction it has the knowledge, and owing to its impartial 
position its statements will be accepted by the public 
more readily than those from an interested party. It is 
thus possible for a commission to serve the utility and 
the public at the same time. The editorial study which 
led to the preparation of the article referred to im- 
pressed us with the fact that the commissions desire to 
perform this function to the satisfaction of both in- 
terested parties. “Commission News” is coming to be 
a more and more conspicuous feature in the public 
press. As an example of this and without wishing to 
detract in any way from the credit due the other com- 
missions, we may properly direct special attention to the 
successful efforts being made by the New York State 
Commission for the First District to keep the public 
informed and interested in the subway work in progress 
in New York City. In addition to the methods men- 
tioned in the article, numerous others are in use. Near 
each of the numerous surface structures in New York, 
such as loading cranes, engine houses, etc., necessary in 
connection with the underground work, are neatly-let- 
tered signboards, placed by the commission, containing 
information intended to satisfy the natural curiosity 
of the populace. Exhibits of an instructive character 
have been set up on property condemned for sub- 
way purposes but not needed for immediate use. As a 
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result of these and other measures the people of the 
city are following the work with interest and apprecia- 
tion. s: ¢ 


“POISONING THE WELLS” 

A curious, and we are sure to the committee on public 
relations very unexpected, objection has been made to a 
part of its program by “a journal of opinion,” publica- 
tion of which has just begun under the title of the 
New Republic. As to the Code of Principles, it is ad- 
mitted that “it is an able, and, on the whole, a moderate 
document.” But the New Republic condemns the 


recommendation that public education be attempted by 


means of the “formation of a committee of prominent 
technical educators to promote the formulation and 
teaching of correct principles on public service ques- 
tions in technical and economical 
American colleges, through courses of lectures and 
otherwise.” 

The objecting editor assumes that by “correct prin- 
ciples” are meant the Code of Principles, and that it is 
proposed to secure the teaching of this code very much 
as the first-grade pupil is taught the multiplication 
table or as the law student is compelled to memorize the 
seven exceptions to the rule in Shelly’s case. We hasten 
to reassure the alarmed critic, whose fears for the 
purity of the well-springs of knowledge would per- 
haps be justified if he had correctly understood the 
American Electric Railway Association proposals as 
to educational propaganda. The Code of Principles does 
not attempt to lay down the lines upon which technical 
and economic education shall be conducted, although its 
declarations might well be brought before and be de- 
bated by students who may some day have to deal with 
the actual economic problems affecting a great industry 
in whose status the public is deeply concerned. Fur- 
thermore, it must be assumed that the “committee of 
prominent technical educators” would be able to pre- 
serve their students from contamination in case railway 
emissaries should attempt to mislead them in the way 
suggested. 

A criticism such as the one to which we have referred, 
based upon complete misunderstanding, would not be 
deserving of comment if it did not represent what may 
be a general misconception. For this reason it is well, 
perhaps, that the objection should have been made 
definitely and specifically. It should be answered just 
as definitely and specifically so that the purpose of the 
American Electric Railway Association and of its com- 
mittee on public relations shall be clearly understood by 
all. 

Without regard to the wording of the recommenda- 
tion to which criticism is made—and when examined 
with any care it is evident that it is not a proposal 
that railways shall invade the schoolroom with ad- 
vocacy of special interests—there was an aim em- 
bodied in this recommendation which is not only wholly 
defensible but extremely desirable from every point of 
It is this: that the teacher and student of eco- 
nomics shall have practical as well as theoretical ex- 


view. 
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perience. No student in a technical course in any of | 
our universities expects to be able to acquire the knowl- 

edge to fit him for his chosen profession by the study 

of books only. The civil engineer must have practice 

in the field, preferably in actual construction; the elec- 

trical engineer must study the application on a large 

scale in central power stations of the forces whose laws 

he is studying; the medical student must have access to 

the hospitals and to the clinics of the best practicing 
surgeons, and so through all of the other courses. 

More and more, effort in technical education is being 

directed toward bringing the student into contact with 

existing conditions and to enable him to combine his 

teaching in theory with that gained in the laboratory of 

actual experience. The same principle applies, of 

course, to the instructors. The most successful teach- 

ers in engineering, as well as in medicine and surgery, 

are those who give part of their time or have given a 

large part of their time to practical work in their chosen 

fields, who are in intimate touch with and participate 
in the work of the technical associations engaged in this 

kind of research and who conduct their study of the 
science in which they are engaged outside as well as in- 
side the college walls. 

We believe that the same rules should apply to a thor- 
ough prosecution of the study of railway economics. The 
best laboratory of economics, so far as the railways 
are concerned, for both the student and the instructors, 
is the railways themselves. In fact, it would seem as if 
the need for this contact with actual conditions was 
even more important in the field of economics and 
sociology than in that of engineering or medicine, be-_ 
cause the principles in the former studies are less 
capable of expression by laws or mathematical formulas 
and are more dependent on the human element. No 
professor of economics, however jealous of his preroga- 
tives or however devoted to his text-books, ought to 
object to the invitation to use this laboratory, to make 
original investigation and to listen to the men who — 
are running the railroads. 

That is all that has been proposed or contemplated 
by the public relations committee. It is a sound pro- 
posal; it will result in better education, and we hope to 
see it carried out. Criticism based upon misconception 
or hostility will not hurt if no other end is being sought 
than a fair opportunity for discussion and exposition and 
for the broadening of education by the addition of prac- 
tical to theoretical teaching. 

When a railroad commission bill was before the 
Pennsylvania Legislature some years ago, an amend- 
ment was offered to the effect that no one should be 
eligible for appointment on the commission who had 
ever been connected with or employed by a railroad 
company. Too narrow a prohibition, declared a sar- 
castic legislator, who suggested that the bill be made 
to read that no one who knew anything about railroads 
should be on the commission. If anyone wishes to argue 
that this is a good rule to apply to education in eco- 
nomics, let him make the most of it. Such an argu- 
ment will soon fall with the weight of its own absurdity. 
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jooue: - DECREASE OF FARE DENIED 

The decision of the Public Service Commission of 
New Hampshire in the Manchester fare case, a report 
of which was published in our last issue, is one of the 
encouraging symptoms of reasonable treatment of utili- 
ties and as such deserves comment. The issue nominally 
was the sale of cut-rate tickets during the rush hours 
and practically involved the fair return which an elec- 
tric railway company ought to be allowed upon its in- 
vestment. To the unthinking man on the street a con- 
cession of six tickets for a quarter or twenty-five tickets 
for a dollar during the hours of heavy traffic does not 
seem very much, especially when, to his mind, the profits 
ought: to be greater at those times because of the 
crowded cars. When, however, it is shown by experi- 
ence that the cost of operation is greater at those 
hours, that during that time 40 per cent of the passen- 
gers travel, and that a cut of substantially 25 per cent 
was ‘proposed, the severity of the measure becomes 
apparent. In very few lines of business could a 25 
per cent cut in prices be endured without imminent 
peril of bankruptcy, even if such reduction affected only 
40 per cent of the goods. Of course, a number of city 
railway* companies do actually sell six tickets for a 
quarter’and occasionally twenty-five for a dollar, and 
come out whole, but such instances are nearly always 
under exceptionally favorable traffic conditions, where 
the earnings per car-mile reach a highly satisfactory 
figure. — 

The final ruling of the commission was that the road 
was entitled to earn 6 per cent on a sum which was 
practically the full book value of the property, that is 
upon the actual sum total of its investment. The de- 
preciated value of the property was recognized as con- 
siderably less than this, but the commission took the 
very rational view of the case that, inasmuch as no 
excessive dividends had been paid, the difference be- 
tween the depreciated value and the investment might 
properly be considered as ‘a legitimate cost incurred in 
developing the business. In other words, in getting the 
company on its feet and performing public service dur- 
ing the years since it started, at the present rate 
of fare the concern has not been able fully to make good 
the depreciation as it has occurred from the multi- 
farious causes which affect such properties. The com- 
pany was therefore allowed a 6 per cent return on the 
full amount of its real investment, to which sum was 
added sufficient allowance for taking care of future de- 
preciation. This puts it up to the company to pro- 
vide for depreciation, as has been the custom in one 
form or another under many commission rulings. 

We believe that all who have had anything to do with 
the raising of money for public utility properties or 
the investment of capital in them will agree that the 
allowance made by the commission is not large, espe- 
cially when one considers the uncertainties of going into 
the business twenty-five years ago. Indeed, the com- 
mission admits this when it points out that this per- 
centage would amount to 7 per cent on the stock and 5 
per cent on the bonds if the capitalization. was equally 
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divided between these two classes of securities. The 
commission also pleads in extenuation of its low rate 
that the company has a monopoly in a thriving New 
England city of 70,000 inhabitants, where capital for 
good local investments is presumably as cheap as in 
any other part of the country, and that in the South, 
for example, the same rate would not hold. 

On the whole, the decision is most encouraging, espe- 
cially when taken into consideration with the decision 
of the Massachusetts Board in the Middlesex & Boston 
case, because it exhibits a trend of opinion among 
commissions that public utility rates must be such as to 
put the business on a stable investment basis, even if 
the rates have to be raised. This is the principal point 
for which public utility operators are striving. With 
this principle established, the percentage of return 
which will enlist new capital to extend existing sys- 
tems and develop new enterprises is a minor question 
and one which can be determined only by comparison 
with the rates of return which are offered by other 
commercial enterprises in the same locality. Commis- 
sions, in general, are coming year by year to a much 
more reasonable view of utilities than was had at first, 
and to-day any company which comes in to a question 
of fare rates with clean hands as regards its capitali- 
zation and expenses of operation..may be reasonably 
certain in most states of getting fair play. Sometimes 
commissions may seem to bear somewhat severely upon 
the company, but their decisions are much less to be 
feared than the operation of local politics. 


STEEL CAR CONSTRUCTION PROBLEMS 


If steel cars could be so simplified: or. standardized as 
to make the absorption of the expense for jigs, templets 
and dies a minor consideration rather than one of prime 
importance, the construction cost would be so reduced 
as to make the general use of steel a foregone conclu- 
sion. The prominence of this problem is forcefully 
emphasized elsewhere in this issue in an article de- 
scribing the new pressed steel cars for the Chicago 
Elevated Railroad. In the illustrations a few of the 
jigs and templets are shown, and when it is considered 
that these are merely examples of more than a thousand 
similar ones it becomes easy to realize the importance 
of standardization. While it is possible to adapt to 
other cars the ideas developed in preparing these jigs, 
all but a few of the special'devices must be cast aside 
when the order is completed. This is not only an 
economic waste which the car manufacturer must antici- 
pate, but one for which the purchaser must pay. How 
much simpler, yet more economical and practical, would 
be the purchase of car bodies in the same manner as 
automobiles! If this could be done, the expense for the 
costly but necessary construction facilities could be 
spread over the manufacturers’ annual output, and 
under the existing competitive conditions the purchaser 
would reap the benefit in decreased cost. 

To the same end attention may well be called to the 
practical considerations that are involved in car design, 
so-called because the choice of certain members is based 
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largely on experience rather than upon any theoretical 
calculations. Such.considerations include the impact 
loads involved by unusual buffing or collisions, and the 
extent to which the maximum bending moment should 
be assumed to be increased to provide against the effect 
of shocks caused by sudden depressions in the track. 
A great variety of opinions may be obtained from car 
designers regarding either of these questions, yet there 
is no doubt that the adoption of some simple standards 
in this regard is practicable. Certainly such a move 
would be a long step toward the ultimate solution of the 
important problem of reducing the cost of steel car 
construction. 


THE NEW A. IL. E. E. STANDARDIZATION RULES 

After many months of effort the standards commit- 
tee of the American Institute of Electrical Engineers 
has put the finishing touches upon the revised set of 
standardization rules, and they are now practically 
ready for distribution in pamphlet form. The new rules 
became effective on Dec. 1. The completion of this 
work is a cause for congratulation to the Institute and 
to the electric railway industry, for it provides a codi- 
fication of existing electrical practice. It is now up to 


the industry to study, digest and apply the information.’ 


Institute sections and branches, railway association 
sections and other agencies for the dissemination of 
information could well devote attention to the subject 
in early meetings. 

The preparation of rules intended to exert influence 
in the direction of standardization of electrical appa- 
ratus was the result of a topical discussion on the 
standardization of generators, motors and transform- 
ers which took place at Institute meetings held in 1898. 
A committee then appointed prepared rules which 
were adopted at the 1899 convention. These rules were 
revised in 1902, 1907 and 1911 to accommodate them 
to the rapidly-developing electrical art, and the present 
revision is the work of a large and representative com- 
mittee appointed in 1913. These rules aim to define 
the nomenclature of electrical engineering, to specify 
reasonable performance for electrical apparatus and to 
suggest. methods of testing or calculation by which 
actual performance can be checked against specifica- 
tions. One of the principal effects of the rules will be to 
enable purchasers of equipment to write definite speci- 
fications which will put all manufacturers upon the 
same basis in bidding. 

Their scope is limited to electrical qualities or to 
those directly. or indirectly affecting such qualities. 
While the accuracy of this statement may be ques- 
tioned upon casual examination of some of the rules, a 
deeper study will show their relevancy. For example, 
third-rail positions are specified and this, at first sight, 
appears to be a trespass upon the railway field. They 
were included, however, because the position of the rail 
affects the design of the insulator. The scope of the 
rules is further limited by commercial and. economic 
conditions. They would fail of their purpose if they 
were made academic and theoretical. While they are 
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designed to appropriate the best from existing practice f 


and to point out the lines of progress, they must depend 
for their usefulness upon the strength of their appeal 
to the manufacturer and the user of electrical equip- 
ment. That they have made such an appeal is evidenced 
by the extent to which the “Institute rating” of this or 
that device has come to be recognized as a standard of 
reference at least, if not a standard of perfection. 
The manner in which the standards committee is en- 
deavoring to feel the pulse of the industry is indicated 
by the letter from W. A. Del Mar, chairman of the 
sub-committee on railway standards, published else- 
where in this issue. Mr. Del Mar’s committee had 
prepared a tentative section on the maximum input of 
railway motors, but both the sub-committee and the 
full committee felt that further information on the sub- 
ject is necessary before the adoption of a definite rule 
is warranted. It is the great carefulness thus typi- 
fied which gives to the rules such a high standing in 
the profession. 

The new edition of the rules is larger than the last 
one, requiring more than twice as many pages. This is 
partly due to improved typographical arrangement and 
partly to amplification of text. The division into main 
sections is as follows: Definitions of a general nature, 
and standards for electrical machinery, for wires and 
cables, switches and other circuit control apparatus and 
for electric railways.- Appendices are devoted to rail- 
way motors, illumination and photometry, standards for 
telephony and telegraphy, bibliography of electrical 
standardization literature, and horse-power and kilo- 
watt. An ample index is provided. 
vision the important terms are defined and the limita- 
tions of operating conditions are specified with the 
intention of making clear what is wanted rather than 
how it is to be obtained. In other words, the rules do 
not go into design details nor do they take up defini- 
tions which do not affect the user of electrical appa- 
ratus. The railway section abstracted in the last issue 
of this paper is typical of the general plan. 

While the standardization rules can only be sug- 


gestive it is obviously to the interest of every maker 


and user of electrical apparatus to know and use them. 
This applies particularly to the individual engineer 
who wishes to express his knowledge in exact 
terms. One who says or writes “resistance” when he 
means “rheostat” or “resistor,” or who forgets him- 
self so far as to connect a “reactance” in a circuit in- 
stead of a “reactor” is no student of the rules. We can 
possibly excuse the man who synchronizes a “rotary 
converter” instead of a “synchronous converter” for he 
has not confused a thing with the property which it 
possesses as has the other fellow. He has, however, 
used a term not very logical because there are at least 
four kinds of rotary converters in addition to the one 
to which he referred. The use of specific terms rather 
than general ones makes for clarity and mutual under- 
standing, and this paper, for one, will use its influence, 
as far as practicable, in carrying out the suggestions of 
the new standardization rules. 


In each main di- 
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PROTECTION OF EQUIPMENT TRUSTS 
‘The recommendations of the committee on equipment 
trusts of the Investment Bankers’ Association of Amer- 
ica, whose report was abstracted in the issue of this 
paper for Nov. 21, should be interesting to electric 
railway officials. Equipment trusts securities were, it 
is true, first issued by steam railroads and have been 
more extensively used by them than by other carriers, 
but the facts that since 1904 the Hudson & Manhattan 
Railroad, the International Traction Company, the 
Philadelphia Rapid Transit Company, the United Rail- 
ways & Electric Company, the United Railroads of San 
Francisco and the Fort Wayne & Northern Indiana 
Traction Company have issued equipment trusts 
and that within the last three weeks the Staten 
Isiand Midland Railway and the Southern Pacific Com- 
pany have made applications for authority to make such 
issues for electric rolling stock, indicate that electric 
railways to some extent favor this form of borrowing. 
Obviously, the prime reason why more electric rail- 
ways at present do not have equipment trusts is that 
such issues are based upon cars and other operating 
necessities that are usually purchased from earnings or 
from the proceeds of bond sales under general mortgage 
liens. There are instances, however, when such meth- 
ods are impracticable or inadvisable. For example, 
while the purchase of a few cars each year or so may 
be easily handled from the current cash resources, the 
acquisition of twenty-five, fifty or one hundred cars 
might prove too serious a drain upon working capital 
and necessitates the spreading of the expenditure over 
the earnings for a series of years. Then again, even if 
the company were free through the possession of a 
limited open-end mortgage to float additional bonds cov- 
ering new car purchases, or if, restricted by closed 
mortgages, it should desire to open new issues for such 
purposes, existing market conditions or diminished 
credit accompanying comprehensive rehabilitation pro- 
ceedings might make such a step inadvisable. Under 
such conditions the equipment trust is a most useful 
and economical device. 
It may be almost axiomatic to say that equipment 
- trust certificates, of all obligations, should be sur- 
rounded by the most perfect safeguards. The Invest- 
ment Bankers’ committee complains, however, that lately 
the railroads have been showing a growing ‘looseness 
in the responsibilities that are the backbone of such 
securities. Under the equipment trust plan a railway 
is obligated not only to provide for the safety of the 
equipment trust investor by properly instituting and 
preserving his first lien on the rolling stock but also 
to maintain the property in proper operating condition. 
Yet it seems that many steam railroads have been re- 
ceiving equipment before recording the agreement, thus 
giving the equipment trusts under the after-acquired- 


property clause of general mortgages only a junior lien - 


on the rolling stock. The indentures, too, have lacked 
the specific agreements that would enable the trustee to 
- keep informed regarding the condition of the equip- 
ment and to declare a default for lack of proper main- 
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tenance and replacement. These points can be cleared 
up by the adoption of the indenture clauses and forms 
of periodic reports to the trustee suggested by the 
committee. Railways should welcome any attempted 
legitimate oversight on the part of trustees and not 
show any reluctance to submit maintenance reports or 
to restore lost or damaged rolling stock, for only in this 
way can there be permanently secured to equipment 
trusts the attractive investment character heretofore 
held. Their excellent record thus far as regards de- 
faults has perhaps led to an exaggerated sense of se- 
curity, but with changing conditions in the railway 
field it is vitally important that all interests concerned 
unite to remedy any existing neglect of regular over- 
sight over such issues. 
THE ELECTRIC RAILWAY AS A CITIZEN 

The participation of electric railways in the civic life 
of towns in their territory is something very different 
in nature and effect from that form of pernicious politi- 
cal activity known as “lobbying.” As an undertaking 
which has invested large amounts of money for fixed 
and movable property and which pays correspondingly 
large sums for taxes, the electric railway has a legiti- 
mate interest in all that will further the prosperity of 
its habitat. That interest, of course, is best displayed 
through the personality of a local manager who has 
ample authority to be the embodiment of the company’s 
citizenship rights and duties. A study of what electric 
railway companies are doing in the smaller cities dis- 
closes that many managers do take a commendable part 
in civic work. To illustrate: Several companies on 
one or two occasions have permitted women to serve 
an afternoon and morning as fare collectors, under the 
guidance of the regular conductors, with the under- 
standing that all collections in excess of the regular 
fares were to be applied to the children’s or other chari- 
ties; another set the example of encouraging home 
manufactures by organizing a “buy at home” club 
among its own men; a third has built up a mid-week 
shopping travel from the outlying towns by working 
out a fare-rebate scheme with the local merchants; and 
any number of properties have freely given display to 
the work of “clean-up day,” anti-tuberculosis and other 
organizations concerned with social problems. Activi- 
ties of this kind meet with much praise from various in- 
fluential elements in turn and will not be forgotten when 
the railways ask something for themselves. 

It is characteristic that the railways which do the 
things described are organized to allow the manager a 
large degree of initiative. On the small isolated prop- 
erty the manager is the master in any event. However, 
those companies which operate in whole groups of 
towns must be careful so to organize their departments 
that centralization of engineering and purchasing 
functions will go hand in hand with ample freedom for 
the local traffic managers. The latter should be far 
more competent to judge the merits of certain forms of 
co-operation with the public than a distant and often 
unsympathetic central bureau. 
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Pressed-Steel Cars for 
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the Chicago Elevated 


A Summary of the Reasons for Choice of Materials and Dimensions, Also the Considerations Which 


Governed the Size and Arrangement of the Members in the Body Framing 


In December, 1913, the Chicago Elevated Railroads 
placed an order for 128 pressed-steel trailer and motor 
cars, and took an option for twelve months for an equal 
number of cars of the same design. The principal 
features of these cars were described in the ELECTRIC 
RAILWAY JOURNAL for Jan. 10, 1914. In the following 
paragraphs the reasons which governed the design and 
dimensions of these cars and materials used in their 
construction will be discussed. 

As mentioned in the earlier. article, ihe necessity for 
additional rolling stock was brought about by the in- 
creased capacity of the Chicago Union Loop. A slight 
remodeling of the structure accompanied by through 
routing of all north and south-bound cars over the 
Northwestern and the South Side Elevated lines, made 
it possible to add 500 cars per hour to the existing 


side sill requires only the rivets necessary to fasten the - 


flange of the bearer to the side sill. Thus approxi- 
mately one-half the number of rivets needed with com- 
mercial shapes accomplish the same result. It neces- 
sarily follows that a reduction in the number of pieces 
and joints, as well as in the number of rivets, should 
decrease the cost of fabrication and should also reduce 
the cost of maintenance. Also in this case there was a 
sufficient number of cars to make the use of pressings 
economical, since so large an order could easily absorb 
the cost of jigs, templets and dies. 

In order to give an idea of the relative cost of the 
Chicago Elevated Railroads’ pressed-steel cars as com- 
pared with a number of steel passenger cars now in 
use on other roads, Table I is shown. This was taken 
from the article describing the 1914 New York Munic- 


CHICAGO STEEL CAR—VIEW SHOWING EXTERIOR OF COMPLETED CAR 


schedules which had been limited to 700 cars per hour. 
While the through routing of cars enabled the elevated 
lines to take advantage of a portion of this increased 
capacity with the rolling stock on hand, thereby 
partially offsetting the loss incident to the inaugura- 
tion of universal transfers throughout the elevated 
system, additional rolling stock was necessary to obtain 
full advantage of the increased capacity. 

Primarily, the size of the order justified the purchase 
of pressed-steel-cars as the most economical from an 
operating standpoint. Moreover, it was desirable to 
obtain a-fireproof car weighing no more than the ex- 
isting rolling stock, which was of composite construc- 
tion. By the use of steel pressings, properly designed, 
it was believed that the maximum strength per pound 
of weight would be attained, while the finished car 
would weigh no more than those of composite con- 
struction. Steel pressings also offered a car structure 


having fewer joints and fewer rivets than would be pos-. 


sible to obtain with commercial shapes. The side sill 
and cross-bearer connections are typical of this. If 
commercial sections had been used, cutting and fitting 
for each cross-bearer would have been necessary, after 
which a connection angle would have been required. 
The connection of the pressed-steel cross-bearer to the 


ipal car. The basis used for the unit figures for the 


Chicago car is a total capacity of 150 passengers, of 
whom fifty are seated. 


TABLE I.—COMPARATIVE COSTS 
Various Steel Passenger Cars 


Cost per 
Passenger Cost 
Total Cost Cost per Capacity - per 
Completely Passenger Seated and Lineal 
Type of Car Equipped Seat Standing Foot 
Arh 3 sot eee $12,236.97 $169.95 $46.00 175.98 
Behe Ltince © > (ae ie aioe 18,500.00 260.56 99.46 287.09 
(OS. REECE ORS & cca 13,000.00 250.00 84.41 253.25 
TFs sabia ha /totaseh tert aes 14,500.00 329.54 93.54 300.00 
Breet. 'c' ot a eee ate 12,500.00 284.09 80.64 258.62 
Sad « dou fev oe eeee ea tees 14,000.00 318.18 76.92 268.91 
New York Munici- 
Dail: Career pee 15,000.00 166.68 55.55 223.88 
Chicago Blevated 
(OLE aes A ode 11,000.00 220.00 73.33 229.17 


CONSIDERATIONS GOVERNING DIMENSIONS 


In the preliminary investigations clearance studies 
made on the various divisions of the Chicago elevated 
system soon developed the fact that but very slight 
changes could be made in the dimensions of the new 
car over those already standard in existing rolling stock: 
The following principal over-all dimensions of the new 
cars were therefore adopted: 
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Distance between centers of trucks........ aSeuapa eettets tke .38 ft. 8 in on 
Length of car body on center line over end plate......... .. 48 ft | rs) $ alr 
Length of car body over corner postS..............005 37 ft. 10 in 2 e i 
Extreme width of car over window sills........... 8 ft. 8 3/16 in is 
Width of end-door opening........ Baie Taleustaefere. © aicasctercl nats 3 ft. 3 in. | ’ 
Widthioficenter=door OPENIng sires fh se afi sie sce ashe speitele.< ere ately oes i= 4 ft. 
Height of car from top of rail to top of roof.......... 12 ft. 3% in. | 
A careful survey of the curve clearances demon- a “lent | 
strated that it was praticable to increase the car length Re 
5 in. over the maximum length of existing equipment, sb 
but that the over-all width had to remain the same, x. 
being limited by platform clearance. It was possible, 
however, to take advantage of the all-steel construction 
and increase the interior width of the car 2 in. by re- } | 


ducing the thickness of the sides. The change from 
the monitor to the arched-roof type of car was made 
possible only by maintaining the same letterboard 
height as on existing equipment. This was required 
to clear station canopies, while the center height of the rt 
arched roof was limited only by the curvature neces- - al) 
sary to give an attractive appearance to the car roof. 7 
In connection with the choice of over-all dimensions, 
a rather unusual consideration entered, namely, that 
these new cars will meet the clearance limitations in 
any other city where cars of this type are in use. This lb j 
cautionary measure had the effect of making the equip- RS 
ment trust notes more attractive to purchasers, since 
it would be possible to dispose of these cars to other 


companies in case any contingency should arise de- 
manding their sale as second-hand equipment. The in- Nur ES 
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CHICAGO STEEL CAR—INTERIOR VIEW 


materially reduces the length of station stops and in- 
creases the capacity of track and station facilities. As 
these rush-hour periods are short and occur between 
7 and 9 o’clock in the morning and between 5 and 6:30 
o’clock in the evening, the problem of general ar- 
rangement of the car resolved itself into one of door 
location and width. Moreover, the loading problem 
during rush hours has been made more difficult since 
the Northwestern and South Side cars have been 
through-routed, because it is necessary for passengers 
using these roads to board and alight at one-half as 
many stations as were used when all cars were looped 
in the downtown district. 

To reduce the boarding and alighting time, three 
doors in place of two on each side were adopted, 
the three-door cars being intended for operation in the 
same trains. After a test of the various styles and 
sizes of openings now in use on existing rolling stock, 
varying from 24 in. to 46 in. in width, as well as con- 
sideration of doors as wide as 60 in., it was decided to 
make the two end-door entrances 44 in. wide, and the 
center-door entrance 48 in. wide. Each of these en- 
trances is fitted with a sliding door operated by the 
Burdette-Rountree pneumatic device. Three of the 
doors are operated by each guard from a niche in the 
vestibule, except in the case of a two-car train, where 
the conductor handles four doors. 

The choice of longitudinal seats practically was a 
foregone conclusion when it was decided to use the 
three doors. The length and width of the car were 
considered to prohibit the satisfactory use of cross- 
seats, since they would not increase the seating capac- 
ity but would form a barrier to free movement in the 
aisles. The seating capacity of the older equipment 
varies from forty-four to fifty-two. In the new cars 
the four longitudinal seats in the car provide space for 
forty-four passengers, and folding seats across the 
sliding center doors furnish six additional seats, mak- 
ing a total of fifty when the center doors are not in use. 


CHOICE OF MATERIALS 


Before the company decided to adopt hand straps, 
which were finally used in these new cars, various ar- 
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rangements of stanchions, together with horizontal 
hand rails, were investigated on several old cars. As 
a result of this study, it was decided that the stanchion, 
in any form, was not of sufficient advantage over the 
hand strap to warrant its adoption. The locations of 
the hand straps finally adopted provide for one at- 
tached to each roof carlin just outside the line of the 
longitudinal seats and at a height of 5 ft. 8 in. from the 
floor line. This conclusion was reached after a study 
had been made of the various heights and locations of 
hand straps on existing rolling stock with particular 
reference to the question of complaints of passengers 
in this regard. 

In the selection of the upholstering only rattan was 
considered. The bottom of the seat is approximately 
standard, the seat back is of a half-oval section with 
the larger diameter near the top. This section was 
selected so that passengers could lean back without — 
striking their headgear against the window posts. At 
the same time they must assume a posture in which 
their feet will not block the aisle. 

The choice of finishing and insulating materials in 
the car was largely governed by two considerations, 
namely, to obtain a fireproof finished car as well as one 
which was thoroughly insulated against extremes of 
heat, cold and noise. Conforming with these require- 
ments, a composition fireproof floor was adopted, 
which combined the necessary qualities of resilience, 
safety and resistance to wear. This flooring is laid 
over No. 22 gage galvanized Chanarch sheets, giving it 
a maximum depth of 1 in. In order to insulate the 
floor against temperature variations, the Chanarch is 
laid on 144-in. wood furring strips at the sills and upon 
a %-in. fiber insulation or Flaxlinum between sills. 
This kind of insulation was also used in the car sides 
and roof, and on the inside of the steel sheathing. 

Since some of these cars have been in service, it has 
been found that the metallic sound incident to steel 
cars has been entirely eliminated by this method of in- 
sulation. Another precaution taken to provide against 
temperature extremes was to design the steel pressings 
so that no metal was exposed to both the exterior and 
interior of the car, except the brass sashes. All steel 
members which extend into the interior of the car are 
covered with agasote. In fact, the entire inside finish 
is agasote, except a few panels in the vestibule, the 
steel molding covering the agasote joints and the ma- 
hogany window stools. 
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As mentioned in the previous article, an electric 
heating system was adopted. It was furnished by the 
Consolidated Car-Heating Company. A combination me- 
chanical and automatic exhaust ventilation system was 
adopted with air intakes at the floor under the heaters 
and exhaust outlets at the roof. These are respectively 
the Auto Utility and the Railway Utility exhaust ven- 
tilators installed in conjunction with the Cooke vacuum 
ventilating system. The interior finish is imitation 
mahogany with brass sashes and curtain stops. The 


' curtains were furnished by both the Railway Supply 


& Curtain Company and the Curtain Supply Company, 
Chicago. 
CHARACTER OF DESIGN 


In preparing the general design it was decided that 


the car sides should be treated as riveted trusses with 


the side sill forming the bottom cord or tension mem- 
ber and the combination letterboard and deck plate 
forming the top cord or compression member. The 
body corner posts, center door posts and window posts, 
in conjunction with the belt rail and side sheathing, 
were to serve in the place of diagonal members, to 
carry the horizontal components of all stresses in the 
car side framing. This permitted the adoption of a 
floor system which served merely as a means for trans- 
ferring the floor loads to the side trusses, and to ab- 
sorb the pulling and buffing stresses incident to the 
rapid acceleration and retardation of multiple-unit 
train operation. The roof carlins and sheathing were 
so designed that they would tie the trusses together 
securely and at the same time assist in absorbing the 
torsional strains coming to the car body. 


LoAps ASSUMED 


In order to determine the maximum stresses to which 
the car structure would be subjected, it was assumed 
that the maximum standing and seated load was 150 
passengers, weighing 140 lb. each, or a total of 21,000 
Ib. The weight of a car body which would safely carry 
this passenger load and equipment, as well as provide 
a structure. sufficiently rigid to meet operating condi- 
tions, was estimated at 35,600 lb. The distribution of 
this weight was 27,860 lb. between bolsters and 7740 
Ib. outside the bolsters, the total including all electrical 
and air-brake apparatus which was attached to the fin- 
ished car body. In addition to providing for these loads 
in normal operation, the end of the car, or that por- 
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CHICAGO STEEL CAR—-PUNCHING HOLES IN FLANGE OF 
CARLIN 


tion outside the bolsters, was designed to resist a total 
weight of 28,500 lb. This precaution was taken to pro- 
vide against such contingencies as partial telescoping 
in a collision, the assumed additional load being ap- 
proximately one-half that of another fully-loaded car. 


PRACTICAL CONSIDERATIONS 


Past experience with cars on the elevated railroads’ 
lines indicated the necessity of having the equivalent of 
two 6-in. channels and two 6-in. I-beams in the under- 
frame to supply the necessary rigidity and to absorb 
buffing and pulling strains. Accordingly, the side sills 
have been made of 6-in. 8-lb. channels in continuous 
lengths between end sills, reinforced with 34-in. pressed 
steel modified-channel sections under the end and center 
doors. The two center sills, consisting of 6-in. 1214-lb. 
I-beams, are each continuous from end sill to end sill. 
These are also reinforced by %-in. pressed-steel sec- 
tions extending from the end sills over the bolsters, and 
they provide for the partial telescoping condition. The 
end sills are 6-in. 8-lb. channels, reinforced on the out- 
side by Hedley anti-climber buffer plates of rolled steel. 
The insides of the end sills are reinforced by steel cast- 
ings riveted between the center sills and serve to trans- 
fer buffing stresses. The end of the subframe is fur- 
ther stiffened with a 3/16-in. top cover plate and a 14-in. 
bottom cover plate and these, in connection with the 
reinforced end sills, tend to distribute the stresses pro- 
portionately to the subframe members. 

Another member of which the selection was based 
principally upon convenience for connections was the 
deck plate. This is a continuous 314-in. x 214-in. x 
¥4-in. angle, to which are connected all the posts, the 
carlins, the letterboard and the roof sheathing. The 
letterboard is a 3/32-in. x 9-in. plate, reinforced above 
the windows with l-in. angles. Simplicity and conve- 
nience in the connections of all of these members to 
the deck plate were considered of prime importance. 
Actually, the fiber stress due to the maximum bending 
moment in the member is quite low. While it might 
have been possible to have used a smaller section as 
the deck-plate member, or even to have gone so far as 
to have eliminated it altogether, such a course would 
have entailed connection difficulties, weakened the car 
against side-swiping, and only have saved 380 lb. in the 
total car weight. In other words, here was a question 
of design largely dependent upon low fabrication cost, 
as well as upkeep economy. 

Another practical consideration entering into the de- 
sign was the size and spacing of the window and panel 
posts. Cut and try methods were largely used in arriy- 
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ing at the most economical section as all panel window 
posts were considered at one time, each having to trans- 
mit its proportion of the stresses between the deck plate 
and the bottom sill. 

The size and spacing of the window posts, which are 
3/32-in. pressed-steel U-sections, were so chosen as to 
give a standard commercial size of glass in the sashes 
and at the same time leave space for the sliding door 
pockets without the maximum car load exceeding the 
allowable fiber stress. The type of window post em- 
ployed also furnished a light construction, made rivet- 
ing more convenient, as well as _ simplified the 
attachment of the weather stripping, the sash and cur- 
tain stops, the insulation material and the agasote 
finish. 


CHOICE OF SHEATHING AND RooF MEMBERS 


The choice of thickness of side sheathing, which is 
3/32-in. cold-rolled, patent-level sheets 364 in. deep, 
was not dictated by the consideration of the stresses 


CHICAGO STEEL CAR—REVOLVING BOX JIG FOR DRILLING 
HOLES IN POSTS 


to which it would be subjected, but by experience and 
operating considerations. It was believed that a thin- 
ner plate would dent too easily, or that slight short- 
circuits or exposure to corrosion would be more likely to 
cause extensive damage. In other words, the roof and 
side sheathing, the water table over the belt rail and the 
letterboard were employed only as inclosures for the 
framing. It was believed, however, that all of these 
tended to reduce the fiber stress in the members to 
which they connected, but this was considered merely 
as an extra factor of safety. At points where the 


car framing could be exposed it was finished, thus at 


these points eliminating the necessity for interior or 
exterior sheathing. 

Side sheathing and letterboard plates were purchased 
in standard commercial lengths and necessitated the use 


TABLE II.—COMPARATIVE WEIGHTS OF VARIOUS TYPES OF STEEL AND COMPOSITE’ CARS 


Type of 

Construction 
ChicagoiMievated atalvoads tai elds wire aie ie Peis Steel (1914) 
Chicago & Oak Park Hlevated Railway............ Wood (1909) 
Interborough Rapid Transit Company............. 
Pennsylvania Railroad (Newark Service)......... , 
Hudson & Manhattan Railroad. fee. «siecle serv sel cen S) 
‘New York, Westchester & Boston Railway. ....... Steel (1912) 
Long! Island) Railroad! = 2c etc ee pyle rome Sate Steel (1910) 
New York Miumicipal Ratlway veces inten! teiials Steel (1914) 
Boston Elevated Railway (Subway Service)....... Steel (1912) 


are 
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of a single joint with a cover plate between the cente 
door and each end door. The roof sheathing, which is 
Toncan metal, was selected as the result of an actual 
test, and its thickness, which is 1/16 in., was governed 
by its ability to support a man between carlins without 
undue buckling. Other considerations entering into the 
choice of the roof sheathing were resistance to corro- 
sion and the rivet bearing areas. - The roof sheets were 
purchased in lengths which would reach transversely 
from letterboard to letterboard. 

The carlins are of a standard design, especially 
adapted to the operating conditions governing the de 
sign of this car. This carlin section was believed to 
furnish an economical metal distribution, and at the 
same time weighed only 7 lb. Two designs are used; 
namely, a principal carlin which connects to the post 
and deck plate, and an intermediate carlin which con- 
nects to the deck plate between posts. Except at the 
ends and center of the car, the carlin spacing is 1634 in. 


REDUCING COST BY DUPLICATION 


While the use of pressed-steel shapes permitted the 
selection of lighter sections than could be purchased in 
standard structural-steel shapes, the economies from a 
cost standpoint lie principally in the number of dupli- 
cate sections. Bearing this in mind, the number of 


CHICAGO STEEL CAR—SOME OF THE JIGS USED IN THE 
CONSTRUCTION 


pressed-steel sections and structural shapes was re- 
duced to the minimum consistent with reasonable 
weight in order to obtain full advantage of the conse- 
quent reduction of die costs, as well as general sim- 
plicity in design. To this end, only one size of I-beam, 
two sizes of channels and seven different angles were 
used in the entire car. Steel pressings were standard- 
ized in the same manner, similar pressings being used 
for different purposes as far as practicable. The posts 
between windows, which were spaced at 2-ft. 914-in. 
intervals, are of duplicate sections, being 3%¢-in. x 
345-in. U-sections, pressed from 3/32-in. metal. These 
posts are riveted to the top of the side sill and between 
the legs of the angle deck plate, both of which are se- 
curely riveted to the roof carlins. All of the posts be- 
tween windows were made of the same length, being 


Pounds Pounds 


per per 
Length Weight Seating Seated Square 
Over Over-all Complete, Total Ca- Pas- ‘oot 
Buffer Width Pounds rea pacity senger Floor 

48 ft. 0 in. 8 ft. 8346 in. 70,500 415 ft. 50 1410 170.0 
47 ft. 1% in 8 ft. 834, in. 70,300 404 ft. 48 1462 174.0 
51 ft. 0% in 8 ft. 6%, in. 77,870 437 ft. 48 1622 178.1 
48 Tt 0. fim 8 ft. 10% in. 72,500 427 ft. 44 1648 169.5 
48, ft, 2" int 8 ft. 1014 in. 74,100 429 ft. 44 1682 172.6 
70 ft. 4 >. in: 9ft. 9% in. 120,000 687 ft. 72 1667 174.5 
64 ft. 534 in. 9 ft. 1144 in. 104,400 642 ft. 72 1450 162.0 
67 ft, 0 oan OL 9 any 85,000 653 ft. 90 945 130.2 
69 ft. 2%4 in SV Ety 16) <<ine 85,900 657 ft. 12 1192 130.6 
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so designed as to reduce the number of operations re- 
quired to form them. os 

Owing to the very great savings in the cost of fab- 
rication that were effected by the simplification and 
standardization of shop operations a few of the jigs 
and templets that were designed for the construction 
of these cars are shown in the accompanying illustra- 
tions. A group of them shown in one of the halftones 
indicates the extent to which the laying out of drill- 
press work was eliminated. In addition the jig and 
- machine used in drilling the intermediate posts are 
- shown. 

It will be noted that this jig is mounted on a car- 
rier and is arranged to revolve so that the holes may 
be drilled in all four sides of the post without necessity 
for changing the position of the work after it has once 
been fastened in the jig. A view is also shown of the 
apparatus used for punching carlins. This consists of 
a substantially-built templet arranged so that the holes 
may be punched with a hand punch without the necessity 
for laying out the work and without need for skill on 
the part of the workman. It is estimated that more 
than 1000 jigs and templets entered in the construction 
of these cars. One of the illustrations shows the un- 
usually large power press employed in forming the roof 
carlins and posts. This measures 12 ft. between up- 
rights and is of 1000-tons capacity, making it capable 
of handling the widest carlin and the heaviest and 
longest car post used in the construction of electric 
railway cars.: 


METHOD OF ABSORBING BRAKING STRAINS 


Accelerating and braking stresses transmitted from 
the trucks to the car body are transferred directly by 
the body bolster to the center sills. The body bolster, 
which was described in the ELECTRIC RAILWAY JOURNAL 
of Jan. 10, 1914, is composed of two soft-steel plates 
with a steel separator casting. This casting performs 
two functions, namely, it serves as a separator for the 
top and bottom plates of the bolster, and also as a hous- 
ing for the draft springs. The distribution of accel- 
erating and braking strains is somewhat unusual, re- 
- quiring a bolster of special design, and it is believed 
that this one will eliminate overturning under the se- 
verest braking conditions. The adoption of this par- 
ticular type of bolster is the result of experience with 
existing rolling stock. In case of a severe collision the 
draw-bar support is arranged to yield and allowed to 
drop slightly. This brings the anti-climbers into con- 
tact, and they absorb the remainder of the blow with- 
out further damage to the draft rigging. 


WEIGHT COMPARISON 


f 


In order to give an idea of the relative weights of 
the Chicago Elevated Railroads’ pressed-steel car when 
compared with other steel cars the comparative weights 
of various types have been tabulated and are shown in 
Table II on page 1238. While the method of calculating 
the weight per seated passenger is in common use, it is 
believed that the computations of weight per square foot 
of floor area will also have reference value. In arriving 
at the figures for total floor area the over-all width was 
multiplied by the over-all length in each case. 

These cars were designed by the mechanical depart- 
ment of the Chicago Elevated Railroads under the su- 
pervision of H. A. Johnson, master mechanic. The order 
for the bodies was placed with the Cincinnati Car Com- 
pany, for the trucks with the Baldwin Locomotive 
Works, for the motors with the General Electric Com- 
pany, and for the control with the Westinghouse Elec- 
tric & Manufacturing Company. 
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Need of Knowledge on Public Utility 
Questions 


Oscar T. Crosby was the principal speaker at a din- 
ner at the Chamber of Commerce in Youngstown, Ohio, 
on Nov. 19. Among other things he said: 

“It is important that the general public should know 
what were the motives that led investors to put their . 
money into public utilities fifteen or twenty years ago 
and why there is now confusion. It is important that 
the public should know that an old and familiar prin- 
ciple of control is no longer applicable and that a new 
principle can be- enunciated which will be a notice to 
the public as well as to investors concerning the returns 
which may be made out of such business. It is also 
important that definiteness should be reached in order 
that good fellowship will be reached. A vast amount 
of dangerous class feeling has been engendered because 
public utility officials have thought it necessary to re- 
sist many of the efforts at public control and because 
spokesmen for the public have denominated as criminal 
acts which were commonplace of the common law, con- 
secrated by a thousand years of custom. 

“For a time public utility officials enjoyed the power 
which in regulated society must be taken from them. 
But somebody had to administer. We now run the risk 
of placing a power vast almost beyond imagining in the 
hands of men who may be patriotic, but who, like the 
rest of us, need principles for their guidance. Prob- 
ably not many in this audience could give the names of 
the members of the Interstate Commerce Commission. 
Yet these gentlemen, by a stroke of the pen, can wave 
a billion dollars from one side to the other of the pub- 
lic utilities of this country and must make determina- 
tions so important as almost to pass understanding: 
The President himself, except by some act like plunging 
us in war, could not so seriously affect the wealth of 
millions of our fellow-citizens as can these gentlemen, 
whose names you do not know. 

“Let us, as citizens, urge upon our legislative bodies 
that they should enunciate principles which shall be as 
nearly as possible automatic in these matters. We do 
not want Solomons who shall cut the body in two and 
kill it so much as we want compassionate judges who 
will really determine by known principles the proper 
guardianship of the child.” 


New Road in Tampico, Mexico 


Vice-Consul Thomas H. Bevan, of Tampico, Mexico, 
reports that construction work has been in progress for 
more than six months on a new railroad connecting 
Tampico with the oil fields in Panuco. The road is being 
built by the Tampico & Panuco Valley Tramways, Ltd., 
a British corporation, under the direction of Edward 
Dixon. 

The railroad will be 25 miles in length, just one- 
half the distance between Tampico and Panuco by the 
River Panuco. It will connect with the Tampico-Mex- 
ico City Short Line at Tamos, State of Vera Cruz, and 
use the National Lines bridge over the Panuco River. 
Another branch will run down the Vera Cruz bank of 
the river, where a tide-water terminal will be built with 
racks to load crude oil to ocean-going steamers. The 
officials of the road plan to transport oil from Panuco 
to Tampico for less than one-half the present cost of 
transporting it down the river by barge. 

Notwithstanding the political unrest of the coun- 
try, construction work on this road has been going 
ahead steadily, and the officials of the company are 
hopeful of opening the road to traffic during the 
latter part of the coming year. 
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Publicity Work of Public Service Commissions 


This Article Contains a Detailed Summary of the Publicity Methods of the New York (First and Second 


Districts), Pennsylvania and 


Massachusetts Commissions 


By its very nature the public service commission is 
a news center, for on one side it has access to facts re- 
garding public utilities and on the other, as a public 
institution, it is looked to by the public as a source of 
accurate information. In its issue of Oct. 10 the ELEC- 
TRIG RAILWAY JOURNAL published an account of public- 
ity methods on a number of electric railway properties. 
It has been suggested that this article might be supple- 
mented by another regarding the publicity methods of 
several commissions and data have been secured first 
hand on this subject. No attempt has been made to 
cover the whole field in this case, as there would neces- 
sarily be a great deal of repetition if the work of all 
commissions were described. 


THE NEW YORK COMMISSION FOR THE FIRST 
DISTRICT 


While the fundamental purpose of the law creating 
the public service commissions of New York State, 
passed in 1907 under the administration of Charles E. 
Hughes as Governor, was regulation of the activities 
of the public service corporations, the members of both 
commissions and the Governor felt that if the commis- 
sions were to carry out their work to the best advan- 
tage access should be made easy for the public to data 
regarding the companies which previously had been ob- 
tained in many cases only with great difficulty. 

William R. Willcox, the first chairman of the commis- 
sion for the first district, from his experience as post- 
master of New York and park commissioner, had be- 
come thoroughly convinced of the advantage of the full- 
est publicity with respect to measures in the public 
interest, and in adopting a similar policy for the com- 
mission was seconded by the other members of the 
commission and by Travis H. Whitney, the secretary, 
who continues in this capacity. 

As soon as the members appointed to the commis- 
sion by the Governor had perfected their organization, 


means were sought for bringing to the notice of the pub- . 


lic the details of the affairs of the corporations under 
the jurisdiction of the commission. The position of 
assistant secretary was created, and to this officer was 
delegated the work of making the proceedings of the 
commission available for the newspapers and the 
public. 

The first assistant secretary in charge of this was a 
practical newspaper man, J. O. Hammitt, who in Janu- 
ary, 1908, resigned to accept the secretaryship of the 
Citizens’ Union, and is now chief of the bureau of fire 
prevention of New York City. He was succeeded by 
James Blaine Walker, the present assistant secretary, a 
man long engaged in newspaper work, under whom the 
elaborate and effective system now in use has been de- 
veloped in all its details. The commission is not concerned 
with the amount of space given to its doings by the 
newspapers. The purpose which actuates it is merely 
to insure a proper understanding on the part of the 
public of the work before the body. The design is obvi- 
ously not advertising, but full publicity. The commis- 
sion meets formally twice a week, and in addition holds 
hearings on questions effecting service, rates, etc., 
which are open to the public. Immediately after each 
formal meeting Mr. Walker goes over the matters con- 
sidered by the commission and prepares a story upon 
it for the newspapers. Twenty-four copies of this are 
manifolded and distributed to the news agencies and the 


newspapers. In the case of a special development at 
any public hearing Mr. Walker obtains a transcript of 
the most important part of the proceedings for the 
newspapers directly after the conclusion of the hearing. 
The full transcripts of the public hearings, covering in 
most cases many typewritten pages, are available to the 
public and the newspapers about two days after the 
hearing. Mr. Walker’s purpose in digesting the work 
of the commission for the papers is that the news may 
appear promptly after the meetings and be absolutely 
accurate. 

At the end of each week a bulletin is prepared cov- 
ering in abstract the work of the commission for the 
week. This is sent to more than 200 daily and weekly 
newspapers in the State and to a few outside. It is 
also sent to a selected list of technical and trade papers. 
The digest contains only what is considered worth while 
from the newspaper standpoint. It is sent out in mime- 
ograph form and has been used for some time past as 
the basis of the commission news which appears weekly 
in the department ‘‘News of Electric Railways” in the 
ELECTRIC RAILWAY JOURNAL. 

Whenever the commission finds that there is a wide- 
spread interest in a given part of its work a special 
pamphlet is distributed. One of the most persistent de- 
mands made upon-the commission is for copies of the 
laws which govern the actions of the commission. These 
are the rapid transit act, the public service commissions 
law and the general railroad law. Thousands of copies 
of these statutes are distributed annually from the 
office of the commission. The annual reports of the 
commission to the State Legislature, consisting usually 
of three large volumes which contain all the orders of 
the commission, are sent free to all citizens of New 
York State who apply for them. A small charge is 
made to citizens of other states. To meet the demand 
of those who desire the decisions of the commission 
more promptly, a monthly publication, Reports of De- 
cisions of the Public Service Commission, is issued. A 
nominal charge of 25 cents a month, or $2 a year, is 
made for this to cover the cost of printing. 

During the current year the publication of a monthly 
magazine known as the Public Service Record was be- 
gun. In this magazine technical engineering articles on 
rapid transit work are featured, as well as matters con- 
cerning the regulation work and the personnel of the 
commission. A particularly interesting department is a 
summary at the end of each issue prepared by the 
engineering department and showing the status of the 
work on the various subway sections which are under 
contract. These are of especial value to the contrac- 
tors who desire to follow this work in detail. Every 
month or two the story of the progress made in subway 
construction is prepared by Mr. Walker in the shape of 
a newspaper article, from the detailed reports as they 
appear in the Public Service Record. While these sto- 
ries are concerned very largely with statistics, the facts 
are presented so as to attract and hold the attention of 
the reader, and as the stories are necessarily long they 
are usually made available for the daily papers on Mon- 
day morning, when the pressure upon the columns is 
not so great as on other days. The subscription price of 
the Public Service Record is 50 cents a year and there 
are more than 100 subscribers. The edition is 3000 
copies, of which 2400 are required for circulation in the 
organization. “f 
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In connection with the dual subway now under con- 
struction two very useful booklets have been issued. 
The first of these was brought out in September, 1912, 
before the contracts for the subway were let. This 
booklet told what was planned in the way of subway 
‘construction. The first printing was 5000 copies. In 
June, 1912, this booklet was revised and elaborated and 
15,000 copies have been printed up to the present time. 
An edition of 5000 copies in abridged form is now on 
the press. This booklet gives in great detail and with 
elaborate illustrations a summary of the design and 
construction of the new subway system. Another im- 
portant pamphlet was prepared by Mr. Walker after the 
commission had been at work for four years. This was 
designed especially to tell what had been accomplished 
in that time. This was issued in September, 1911. The 
edition was 5000 copies. It has long been out of print. 
The first pamphlet issued by the commission, in 1909, 
described briefly the jurisdiction and work of the com- 
mission. 

The annual report of the commission, which goes to 
the Legislature in January, is prepared by Mr. Walker, 
who also makes a summary of it for release to the press 
when the report is filed, namely, on the second Tuesday 
in January. One thousard copies of this are printed on 
one side of the paper so that it can be easily edited and 
given out to compositors in short “takes,” if necessary, 
so as to facilitate putting the matter into type. It goes 
to all press associations and to the local papers. 

A very effective means of publicity is offered to mem- 
bers of the commission in frequent opportunities of 
making public addresses. Commissioners and members 
of the staff are often invited to address public bodies, 
and wherever it is possible they accept such invitations 
and take advantage of the opportunity thus presented to 
bring the problems before the commission to the at- 
tention of the public. Not so long ago Mr. Walker him- 
self, in the course of a tour in connection with his work, 
made several addresses reviewing the work of the com- 
mission. This tour took him to a number of cities in 
the East, among them Philadelphia and Baltimore. 
The address which he made in Baltimore was deliv- 
ered at the solicitation of a local civic association dur- 
ing the time that the Maryland Legislature had under 
consideration the matter of creating the present Mary- 
land Public Utilities Commission. The members of the 
engineering staff also have done excellent work in con- 
nection with the propaganda of publicity by preparing 
and delivering in various parts of the city illustrated 
lectures dealing more particularly with the problems 
that are confronted in the present rapid transit work. 

Another very important phase of Mr. Walker’s work 
has to do with contracts for subway construction. A 
great many inquiries are received regarding these con- 
tracts, of which there will ultimately be eighty-three, 
and Mr. Walker has been intrusted with the work of 
taking care of inquiries along these lines. 

The commission subscribes to a press clipping bureau 
which is instructed to clip for it items on all public 
utility matters from New York City papers and papers 
throughout the State. These clippings were first filed 
according to date, but some time ago the plan of classi- 
fication according to subject was adopted. Under this 
method there is a more consistent arrangement of all 
material dealing with any particular development. For 
instance, in case of a bond application by a company, all 
of the clippings in regard to the application, the hear- 
ing and the action by the commission are segregated 
and pasted in a section of the clipping ledger especially 
set aside for that particular development. The informa- 
tion so far published in regard to the work of the com- 
mission in the newspapers is practically all contained 
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in sixteen large, loose-leaf ledgers, the first of which 
was started on the inception of the commission. 


THE NEW YORK COMMISSION FOR THE SECOND 
DISTRICT 


The Public Service Commission for the Second Dis- 
trict of New York, familiarly known as the “up-State 
commission,” causes to be prepared in newspaper form 
reports of all orders issued, hearings held, investiga- 
tions made and complaints lodged with the commission. 

In giving publicity to its proceedings it has been the 
effort of this commission to get away from the “press 
agent” idea. Avoiding every tendency to advertise the 
commission or its activities or to exploit individuals or 
prejudice proceedings, the “bulletins” which are pre- 
pared for the press are devoid of anything but the 
strict news value of the items of which they treat, with- 
out technical or involved expressions. 

Regulative, investigatory and judicial as are the func- 
tions of the Public Service Commission, its activities are 
so divided among open sessions, informal conferences, 
investigations and general correspondence that it has 
proved practically impossible for an outside newspaper 
man adequately to cover its activities without aid from 
the commission. It is merely this aid which the com- 
mission’s publicity work aims to supply. At the head 
of each bulletin is the following statement: “This is 
not a formal or official statement by the commission, but 
merely a news summary for the convenience and aid of 
newspaper men.” 

All of the important dailies in the State maintain 
resident correspondents at the Capital, in addition to 
the bureaus of the four press associations. The com- 
mission’s bulletins are turned over to these men. Bul- 
letins concerning definite localities are mailed to the 
papers published there, large and small. Bulletins of 
general interest usually find mention on the press as- 
sociations’ wires'and are mailed throughout the State 
to supply matter for editorial comment, or news to the 
smaller papers which do not use the press associations. 
So far as possible no matter is forwarded to any editor 
unless it is certain that he can find some legitimate 
news use for it. 

Matters of technical interest, such as rate regulation, 
setting standards of service and corporate capitaliza- 
tion, are mailed to trade and financial publications. The 
bulletins of the commission are usually published in the 
utmost good faith and with a display of proper respect 
for the judgment of the commission. 

In preparing bulletins the quasi-judicial character of 
the commission is not forgotten. No attempt is ever 
allowed to discourse on the merits of a case except 
where testimony or the formally written or publicly ex- 
pressed opinion of the commission or a commissioner 
may be properly quoted. 


THE PENNSYLVANIA COMMISSION 


The Public Service Commission of the Commonwealth 
of Pennsylvania gives full publicity to its opinions, 
rulings and orders and to the various complaints that 
are filed affecting public service. The actions of the 
commission are published in pamphlet form and sent 
not only to the parties directly interested, but to hun- 
dreds of persons in Pennsylvania and other states who 
desire to be informed as to the commission’s work. 

All complaints of a legitimate character, and the an- 
swers to the complaints, are made public immediately 
after they have been received, so that the public is 
practically familiar with the features of a case from 
the time it is filed until the commission disposes of it. 

The law under which the commission operates pro- 
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vides for the posting of tariffs by utilities and the filing 
of them in the office of the commission. The posting 
of tariffs, which means the displaying of charges, is a 
feature of publicity that is bound to benefit the public, 
because it enables those who pay the tolls to determine 
whether or not the rates assessed conform to those 
sanctioned by the commission. So important is this fea- 
ture of publicity considered that the commission has 
divided the State into districts, and the-office of every 
utility coming within the jurisdiction of the commis- 
sion is visited for the purpose of ascertaining whether 
any public service company has neglected to post a tariff 
corresponding with that filed in the office of the com- 
mission. A check of this kind is essential for the 
effective operation of the tariff bureau. 

All hearings before the commission are public, but 
there is a provision in the act that empowers the com- 
mission, when it shall determine it to be necessary in 
the interest of the public, to withhold any facts or in- 
formation obtained during the progress of any investi- 
gation. For instance, the reports of the investigator 
of accidents are not open to public inspection except by 
order of the commission, and are not admissible in 
evidence in damage suits. 

Concerning petitions for public convenience, valua- 
tion, etc., the commission arranges the time and place 
for public hearing on such petitions, of which notice, 
in the form prescribed, shall be given by the petitioner, 
by publication, once a week, for two weeks. The last 
of ‘these publications shall be at least five days preced- 
ing the date of hearing and in a newspaper published in 
the municipality where the principal office of the appli- 
cant is located, or, if there is no newspaper published in 
this municipality, in a newspaper published at the 
eounty seat of the county in which the office is located. 
A sample notice is given below: 


ForM oF NOTICE TO BE PUBLISHED FOR CERTIFICATE OF VALUATION 


Notice is hereby given that application will be made to the Pub- 
lic Service Commission of the Commonwealth of Pennsylvania un- 
der the provisions of the Public Service Company Law, for a cer- 
tificate of valuations. Dy. 2the 7. jou n cn hse sUalenebaeiaie se «ote » whic 
PrOPOSeS: TO. ISSUGTA s.. 5 eo ae eS alters Sones te ihe teen Ors oleae ee etn eee 
A public hearing on this application will be held in the rooms of 
the commission at Harrisburg on the.......... day of 
DD ciate Out She pare o’clock, when and where all persons inter- 
ested may appear and be heard, if they so desire. 


The effect of the operation of these regulations is 
that every community and individual is given an oppor- 
tunity of knowing when matters concerning their inter- 
ests are to be heard before the commission, and if they 
so desire they may file protests. 

The requirements of the commission as embodied in 
its rules of practice are of such a character that no 
complaints are made that the proceedings are of a “star 
chamber” kind, and even the unsuccessful applicant 
feels that he has been accorded a full and fair oppor- 
tunity to present his case. 


THE MASSACHUSETTS COMMISSION 


The Massachusetts Public Service Commission has 
no department of publicity, nor is any member of the 
staff specifically charged with the task of constantly 
informing the people regarding the progress of its work. 
The policy of the board and that of its predecessor, the 
Massachusetts Railroad Commission, is and was that of 
the open door. The docket, hearings, and all formal 
proceedings of the commission are as open to the public 
as are the courts; full co-operation with representatives 
of the press and of the public at large is a conspicuous 
feature of the office practice; and seekers for informa- 
tion from members of the board or their subordinates 
are encouraged to press inquiries without restriction. 

On questions of import within the State and on mat- 
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ters involving federal relations the chairman occasion 
ally states his views for the benefit of the public, setting 
forth the conditions as they appear to the head of the 
board without attempting to forecast official action or 
to commit his colleagues to opinions not expressed by 
them. These utterances, in the form of newspaper in-. 
terviews or statements, are widely read for their in- 
terpretative value. They do not interfere with the giv- 
ing of an interview by any single commissioner desiring 
to set forth his views informally upon any matter. 
Circumstances naturally govern the giving of interviews 
of this sort. They are commonly brought forth by an 
expressed desire on the part of the public to ascertain 
the views of the board upon matters of legislative inter- 
est, upon occasions when it is desirable that public sen- 
timent shall be informed as to conditions within or 
outside the jurisdiction of the commission, or when 
possible changes in the policy of the State with respect 
to its transportation interests are under discussion. The 
expert knowledge of the commission is in this way 
turned effectively to account as an educative foree, in 
addition to the material furnished the public in the 
formal findings of the board. 

At the offices of the commission, 1 Beacon Street, 
Boston, a complete file of recent findings, orders and 
decisions is maintained on a counter immediately ac- 
cessible to the public upon entering. Withdrawals from. 


this file are forbidden, but extra carbon copies of im-: 


portant and of many minor pronouncements of the board 
are frequently typed and filed on a bulletin board from 
which withdrawals may be made by newspaper men and 
other interested parties. Bulletins of forthcoming pub- 
lic hearings are not posted on the wall, as in some com- 
mission offices, but a diary of all hearings whose dates. 
have been set is kept in the general office and is open 
for consultation at any time by anyone interested. 
Docket books in which entries of each petition are in- 
scribed as rapidly as they are received, are likewise 
available for public examination, together with the 
original petitions and all papers bearing upon the case 
as filed by the board and the parties in interest. A 
large writing table is provided in the general office for 
the convenience of persons consulting the commission’s 
papers. On the counter of the general office are also 
maintained the latest time-tables of the railroads in the 
East, with various directories, copies of legislative bills 
of the current or last session, and frequently copies of. 
special reports of the board as issued by the State 
printer and for which a large demand may exist. 

Verbatim reports of the hearings in disputed or other 
important cases are filed in typewritten form by the 
commission in the docket folder of each corresponding 
case, and these are always open to public inspection dur- 
ing office hours. As a rule a single bound copy of the 
proceedings accompanies each case in which contesting 
parties appear before the board, or in which financial 
points are involved of which it is desirable that a full 
record shall be available. 

The Massachusetts Gas & Electric Light Commission, 
which has jurisdiction over the companies suggested in 
the title of that board, files a typewritten stenographic 
report of every case given a public hearing, but the 
large number of uncontested matters brought before the 
Public Service Commission have, up to the present, ren- 
dered it desirable to confine the stenographic record to 
cases of what might be called major importance. Pole 
and location matters, for example, involve no dispute 
in many cases, and the board holds the view that the 
cost of stenographic reports in such instances is un- 
warranted. In the case of a new and important line 
seeking a location against opposing interests or associ- 
ated with extensive engineering and legal developments, 
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the record naturally would be complete. All exhibits 
and data filed in cases are equally at the disposal of the 
public. 


Full stenographic reports of inquests are main- 
tained and are available to all, as are the returns of 
companies reporting to the board. As a rule, represen- 
tatives of the daily press in Boston call once or twice 
a day at the commission’s offices to consult the order 
board and docket, to attend various hearings, or to con- 
fer with the staff. Frequently if an important finding 
is to be issued the reporters on the dailies represented 
at the Capital are notified by telephone. A liberal policy 
is followed with respect to advance copies of special re- 
ports and of the annual report to the Legislature. The 
reports of the hearings in the Boston dailies are usually 
highly abbreviated, and the stenographic record, which 
reaches the office several days after the hearing, in most 
cases is obviously of little use to reporters on daily pa- 
pers. 


The annual report of the commission is issued 
in two volumes, the first covering a summary of the 
operations of the companies under the board’s super- 
vision during the last fiscal year, with a general dis- 
cussion upon the state of the transportation industry 
within the commonwealth, the text of orders, decisions, 
findings, etc., and the second containing the full returns 
of all companies reporting to the board. The 1913 re- 
port consisted of a first volume of 561 pages and a sec- 
ond of 1142 pages. The first volume is printed in paper- 
bound form early in January each year for submission 
to the incoming Legislature, and copies of this volume 
are available at the office for the asking. Cloth-bound 
copies of the entire report are distributed later in each 
year. 

The appropriations of the Legislature have thus far 
enabled the commission to furnish copies of its reports 
to applicants at its offices and through the mails without 
charge for the volumes themselves, but the demand for 
these publications has attained such proportions in re- 
cent years that the cost of mailing or of expressage has 
had to be considered and is now usually charged to 
the recipient except in cases of distribution of publica- 
tions through official or library channels. Copies of the 
case records are not supplied directly by the commis- 
sion, and as these sometimes run to several thousand 
pages in important sets of hearings, the board does not 
have them printed. They may, of course, be copied 
ad libitum by the interested party or his representative. 
Since the commission occupied its present offices a li- 
brary including many valuable publications bearing upon 
transportation and the regulation of public utilities has 
been established on the premises, and this is open to 
responsible persons having an interest in the work of 
the commission. 

As in most boards of this kind, an immense amount 
of informal work is handled by the commission and 


its staff through the various departments, notably 
in connection with complaints regarding railroad, 
street railway, telephone or telegraph service. These 


matters and the correspondence of the board, re- 
ports of inspectors, and other work within the organiza- 
tion, obviously are not listed for public examination, nor 
is the public expected to attend conferences among the 
board’s membership. It is the general policy of the 
commission, however, to set forth the reasons for its 
decisions in cases at issue, so that the public may know 
as far as possible the channels by which the conclusions 
were reached. The cordial co-operation rendered by the 
commission and its staff to information seekers from 
all parts of the world entirely offsets, in the judgment 
of those experienced in dealing with the board and its 
employees, the absence of any formal publicity or- 
ganization. 
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Effect of Automobiles on Interurban 
Transportation 


Competition with Automobiles Is Being Felt by Interurban 
Electric Railway Operators 


In a recent issue of this paper some interesting 
figures showing the effect of automobiles on city travel 
were presented by Robert W. Toll, chief engineer Den- 
ver Tramways. A traffic count was made in Denver 
of the passengers in automobiles entering and leaving 
the business portion of the city for an average day, 
and it was found that if the same number of people 
had used the street cars they would have paid $437,372 
annually in 5-cent fares. 

Reports from a number of interurban lines indicate 
that they also are suffering from automobile competi- 
tion, but whether this competition will be permanent 
or whether it will practically disappear, as in the 


VIEW OF AUTOMOBILES AT FAIR GROUNDS, FREMONT, 0. 


case of the bicycle, is hard to say. Perhaps the most 
conspicuous evidence of the large number of automo- 
biles now in use in the country districts is shown at 
different county fairs held during the past month or two. 
In the past, most of the attendants from a distance to 
the average county fair came by the electric cars. Now 
anyone who attends such a fair is impressed by the 
large number of automobiles parked near the grounds. 
In the case of one county fair held within the last few 
months in the Central States it was found that the 
attendance this year was considerably greater than last 
year, but the receipts of the electric railway companies 
operating cars to the park were less by between 25 and 
40 per cent. In another case the railway company re- 
ported a decrease of $9,000 between 1914 and 1913, and 
it was roughly estimated that at least two-thirds of the 
decrease was due to automobile travel. 


Accident Reduction on the Northern 
Pacific Railway 


The Northern Pacific Railway Company has had in 
operation for some time a “bureau of efficiency,” the 
purpose of which is to reduce accidents on the system. 
During the first six months of 1914, as compared with 
a similar period of 1918 before the bureau was organ- 
ized, the number of deaths due to operating accidents 
has been reduced by 73 per cent. This work has been 
done through the operation of numerous educational 
plans, and a special representative spends three-quarters 
of his time on the line observing physical conditions at 
stations, trestles and shops. Suggestions are received 
from employees on special cards provided for the pur- 
pose, of which more than 2500 were turned in during 
1913. Of these, nearly 90 per cent contained sugges- 
tions or complaints which were reasonable and of prac- 
tical benefit. 
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A Neglected Principle of the ‘Safety First’” 
Movement 


The Writer Emphasizes the Importance of the Proper Selection of Trainmen—The Ability of the Employment 
Agent to Judge the Applicant Is the Key to the Situation—Instances Are Cited 


BY C. J. FRANKLIN, CONSULTING EXPERT PUBLIC UTILITIES, PORTLAND, ORE. 


Since the inception of the “safety first’? movement 
each succeeding year has witnessed a wider application 
of its principles. Occupying its full share of public at- 
tention and receiving serious thought in all lines of 
business, there has been no movement throughout the 
history of public service development to equal it in pop- 
ular approval. Its appeal is to humanity. Originally, 
this movement took the form of an educational cam- 
paign confined to the company’s employees and train- 
men, later extended to embrace the public schools, and 
now we attempt to reach the public through whatever 
mediums prove favorable. The slogan “Safety First” 
we now understand to embrace any and every form of 
accident prevention within the company organization 
or outside of it, and properly so. 


THE ACCIDENT SITUATION—PLAN OF ATTACK 


The accident situation has been attacked at a num- 


ber of different points, chief among which have been: 

Car design looking to safer operation, 

Safety devices, 

Improved conditions at crossings, curves, stations, 
etc., 

Educational work with the public, 

Educational work with the trainman, 
coupled with which have come improved types of equip- 
ment, better track and roadway conditions, etc. 

Although these points may not have been approached 
in the order given, they easily represent the plan of 
attack thus far. 


THE NEGLECTED PRINCIPLE 


Observation and study of conditions on many rail- 
way properties during the past twenty-five years has 
amply confirmed a conviction, formed in the early days 
of the writer’s experience, that the real cause of acci- 
dent growth lies deeper than is commonly thought. 

In enlarging upon this conviction my aim is to 
bring out certain points which have not been regarded 
as seriously as their importance merits, with the end 
in view of assisting, in a small way, in this great work 
of safety. The gratifying results so far obtained are 
duly appreciated and the means used fully indorsed, 
but I believe there is still another step to be taken, in 
conjunction with those outlined, which will lead as 
nearly to the elimination of accidents as may be con- 
sistently expected. 

This step is so fundamental that, as soon as it is 
mentioned, a majority of officials will consider it well 
looked after in their own organization, but the writer 
ventures to suggest that many an official, upon apply- 
ing the simple tests outlined elsewhere in this paper, 
will find conditions he little dreamed existed. 

In a word, sufficient care is not exercised in select- 
ing trainmen or in choosing the man who selects them. 


THE WORKING ORGANIZATION 


The character and efficiency of the working organi- 
zation reflects success or failure according to its 
standard. The character of an organization is meas- 
ured by that of the individuals of which it is com- 


posed. Hence it is clear that by improving the indi- 
vidual we improve the organization. The application 
of this principle to the safety movement is found partly 
in the efforts toward the training and education of the 
trainman, and in this direction a great deal is accom- 
plished, but no one who has studied this question will 
deny that a large part of the effort is wasted on poor 
material and, unfortunately, it takes some little time 
to find this out. ‘ 

It goes without saying that the best possible organi- 
zation is desired, and it would seem clear that the 
right way to begin is by selecting the best men avail- 
able. If we would eliminate that proportion of acci- 
dents within the power of the crew to avoid, why not 
attack the cause rather than attempt by training to 
regulate the effect? 

Unquestionably the fallibility of the human element 
is the greatest factor in accident study—more impor- 
tant than equipment, track, safety devices, etc. It 
ramifies to every fiber of the organization—no branch 
of operation can eseape its consequences. In transpor- 
tation expense alone, platform cost is by far the largest 
item. 

Toward the training of these men we spend thou- 
sands of dollars—toward their selection, comparatively 
nothing. 

Educational work will, of course, improve the effi- 
ciency of a man even though he is unfitted for the work, 
but he cannot be expected to compare favorably with a 
properly selected and properly trained man. 

The accident record invariably registers the selection 
of men not fitted for the duties of service, and the edu- 
cational work is increased in proportion. A mahogany 
table cannot be produced from a piece of fir, neither 
can a competent trainman be produced by any course 
of training if the man is not mentally and physically 
qualified for development. 


SYSTEMS OF EMPLOYMENT 


Generally speaking, the system of employing motor- 
men and conductors to-day is a gradual improvement 
of the method used in the old horse car days. The idea 
then was to keep the runs filled and the cars moving. 
The character of the trainman did not count for much 
as long as he could do the work. 

On small systems, and on a great many large ones, 
the selection of the future trainman is placed in the 
hands of the superintendent of transportation. This 
official has hundreds of details to attend to and is not 
in a position, even if qualified, personally to look after 
the employment with the degree of care it should have. 
This is as much so on a small system as on a large one, 
albeit the remedy is not so readily found on the small 
road. 

A number of the large properties have endeavored to 
relieve the superintendent of this employment work by 
appointing a superintendent of employment, employment 
agent, or official with some such title, whose duty it is to 
attend to all employing. On some properties this official 
does not have absolute authority. He is supposed only 
to interview applicants, weed out the undesirables and 
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pass the remainder to the superintendent for examina- 
tion and approval. Usually this employment officer is 
_ recruited from the ranks, possibly from the inspectors 
or dispatchers, or perhaps from the platform men. His 
method of selecting men is naturally in line with that 
of the superintendent. He follows the beaten path, not 
realizing the serious possibilities of his work. 

Aside from the hours set apart for interviewing ap- 
plicants, other duties are pressed upon him which soon 
occupy a large share of his attention. Examination of 

applicants is hurried to gain time for other work, and 
ultimately these examinations become superficial ue 
purely mechanical]. 

If a man has ability to read and write, appears shee 
sically sound and within age limits, he stands every 
chance of being put to work, depending on how badly 
the company needs men at the time. The application 
blanks are filled in and the required number of refer- 
ences given. These references are supposed to be writ- 
ten to and the replies used to test the applicant’s record. 
Often men are put to work before all their references 
are communicated with. Perhaps only one reference 
has replied, and the man goes to work on probation with 
the understanding that if other references are not satis- 
factory he cannot continue in service. Once in service, 
unless something out of the ordinary brings him to the 
attention of the superintendent or the employment offi- 
cer, the man is practically lost sight of. If the remain- 
ing reference letters do not arrive, his attention is prob- 
ably not called to it providing he has kept out of 
trouble. Whatever weak points he may develop are not 
known to the employment officer. He does not follow 
the man up. If he hears nothing from him, he con- 
siders he has made a good selection. 


A CASE IN POINT 


Conditions of this kind are not extreme or exceptional. 
They are of common occurrence on a majority of prop- 
erties. I know of one case where the man was em- 
ployed and retained in service with only one of some 
five or six references heard from and that one very 
unsatisfactory—‘“considered the man unreliable and 
would not re-employ”—the remaining references were 
never heard from. The man was passed by the em- 
ployment officer and the superintendent and was ulti- 
mately involved in a serious accident. 

It might be said that this case is an exception, but it 
occurred on a large property which considered its sys- 
tem about as good as could be attained; investigation 
along the lines mentioned above developed numerous 
cases of like character, not all of which as serious but 
enough so to convince any one of the inefficiency of the 
employment system. Similar cases have been found by 
the writer on properties having what appeared to be 
a very elaborate and exhaustive system of employment 
where it seemed that the greatest care was being used, 
but thorough investigation disclosed the utmost neglect. 

You naturally ask why these lax conditions continue 
to exist. Ask the general manager of any railway for 
an outline of his employment system. He probably 
cannot do more than tell you in a very general way. 
The details he does not attempt to remember, and it is 
not expected that he oe constantly in mind ove de- 
tail of his road. : 

This is the very noite I wish to emphasize. ta com- 
‘mon with many other matters, this has been regarded 
as not of sufficient importance for the general manager 
to look into, but as something to be left to subordinates. 


‘$n 


A SIMPLE TEST 


By way of impressing presidents, general managers 
and other high officials with the seriousness of these 
claims, I would suggest that some morning, without 
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warning, they drop into the office of the employment 
officer and take from the files at random some twenty 
folders supposed to contain complete records of a like 
number of trainmen—their applications, references, 
clearances, etc. These should be sufficiently complete to 
bring the man’s record down to date. Examine each 
case personally and satisfy yourself whether your road 
is in the class mentioned. 

As a further test, call for complete papers, records 
of employment and subsequent record of trainmen in- 
volved in the last twenty serious accidents and see if 
you consider that sufficient care was exercised in the 
selection of thesé men. 

Ask the claim agent about it. There is no one on 
the property who comes into closer contact with the 
men, particularly those who fall down, than the claim 
agent. His opinion is worth considering. 


THE REMEDY: SysTEM 40 PER CENT—MAN 60 PER CENT 


Now a word concerning the remedy for this condi- 
tion. I am not advocating any particular system of 
employment. This is a matter for the management. 
However, there is this to consider. The system of 
employment and training will represent about 40 per 
cent of the remedy and the man selected to do the 
employing represents the remaining 60 per cent. The 
system can accomplish. little without the right man. 

There are few more important positions in the en- 
tire. organization of a railway than that of employ- 
ment officer. The requirements of service to-day are 
not those of fifteen years ago; they demand a higher 
type of trainman. He has something more to do than 
drive a horse or mule. Into his care are entrusted 
the safety of thousands of lives. and an expensive 
equipment. He represents the company before» the 
public. His conduct is the company’s conduct, and 
ky it the company is judged. He can make friends or 
enemies for his company. His duties are manifold. 

The selection of men for this work is a duty not to 
be entrusted to one who thinks lightly of its impor- 
tance. Before all else the employment officer should 
realize the serious possibilities of his work. Errors 
of judgment on his part can become far-reaching. 
They may cost his company thousands of dollars and 
often involve loss of human life. Responsibility for 
many accidents, apparently resting with the trainman, 
can, as a matter of fact, be traced directly to the em- 
ploying officer. I have in mind an instance of this 
kind which occurred on a large property where a 
trainman became involved in a more or less serious 
accident. He was called before the superintendent 
for examination. The superintendent was astonished 
to find the man almost utterly lacking in intelligence— 
wholly unfit for the duties of motorman or conductor. 
He could hope for nothing other than strictly common 
labor. The superintendent could not lay the blame at 
the trainman’s door, yet he could not understand how 
the man passed inspection. On this particular road 
the employment system was considered to be most 
efficient, and the superintendent had the greatest con- 
fidence in his employment officer, regarding him as an 
especially capable man. As a matter of fact, the 
officer was not fitted for his position, while the super- 
intendent himself had not studied him enough to real- 
ize this. 


QUALIFICATIONS OF AN EMPLOYMENT OFFICER 


The really successful employment officer possesses 
qualifications peculiarly necessary for his duties. He 
is a man of keen observation and deliberate judgment, 
has analytical ability of a high order, is approachable 
and possesses the faculty of putting men at ease. He 
is always a student of men, of human nature. Rather 
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slow to form conclusions, his judgment will be found 
well supported by observed facts. He knows the qual- 
ifications necessary for the position he is about to fill, 
and before he passes his man as approved, the qualifi- 
cations are checked off, one by one, deliberately and 
accurately, with the result that he delivers a superior 
grade of human material to the operating department 
for development. Thus given something really cap- 
able of development, the careful course of training 
now found on our modern roads could produce remark- 
able results. 

Ability to judge men is rare. There are many su- 
perintendents and other executives who are capable 
operating men but lack the qualifications peculiar to 
a successful employment officer. For this very reason 
many an employment department is inefficient; it can- 
not be otherwise when organized and controlled by 
one who is not fitted for the work. 


THE FOUNDATION OF SAFE OPERATION 


I do not wish to convey the impression that simply by 
the exercise of proper care in selecting trainmen all 
accidents will be avoided. Neither do I mean to say 
that one can determine, when employing a man, whether 
he is going to have an accident or not. But I do insist 
that the foundation of accident prevention lies here, 
in the selection of the man; that the employing officer 
should be a high-class man especially qualified for this 
work rather than a graduate trainman, inspector or 
what-not who does not realize, and often cannot be 
made to realize the importance of his duties; that if the 
same proportionate amount was expended in the em- 
ployment department that is now spent for training and 
educational work, it would constitute the best paying in- 
vestment on the property. 


The Vienna ‘Tramways and the War 


BY LUDWIG SPANGLER, DIRECTOR VIENNA MUNICIPAL 
TRAMWAYS 


When Austria declared war against Servia toward the 
end of July, 1914, the partial mobilization of the Austro- 
Hungarian army affected the personnel of the Vienna 
Municipal Tramways but slightly. At that time, in fact, 
not more than 800 out of 12,000 employees were called 
to the colors. In the course of the later mobilization 
orders, however, we have lost 4650 men, of whom 3100 
were in platform service. At the same time the gov- 
ernment excused 2500 of our older men from army duty 
in order that the street railway service might be main- 
tained. By calling upon men who had already been pen- 
sioned and by the more intensive efforts of the men who 
had been left behind, we were actually able, with a 45 
per cent reduction in the staff, to handle the 25 per cent 
increase in business which occurred immediately after 
the heavy mobilization period. This extra business 
was handled also with a reduction in car mileage, the 
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AN AUTO-TAXI IN HOSPITAL SERVICE 


consequence being an increase in the number of 
standees. 

The instruction of new employees was taken up so 
quickly that by the end of October we had in hand 2800 
men, of whom 1275 were for transportation service. At 
this time (November) the car mileage is 15 per cent 
less than just before the war, and the gross earnings for 
October were 9 per cent below those of October, 1913. 
Part of the reduction in earnings, however, is due to 
the great amount of free riding granted to soldiers. In 
fact, we are now carrying about one-seventh of our pas- 
sengers free. Vienna life is now assuming its normal 
aspect, and with the opening of the theater and concert 
season we expect that traffic will pick up again. 

Another problem which the Vienna Municipal Tram- 
ways has had to face because of the war is the great 
increase in freight transportation, due to the fact that 
the army authorities commandeered so many horses and 
auto trucks. Thus we are supplying a part of Vienna 
with all of its milk, garden and farm produce in connec- 
tion with neighboring interurban railways. The electric 
railway is also used very extensively by the army to 
transfer supplies from large local warehouses to the 
steam trunk lines which lead to the battlefields. An- 
other class of freight service is the transportation of 
excavated material from foundations for buildings. 

The transportation of wounded soldiers from the 
steam railroad stations to the Vienna hospitals is car- 
ried out chiefly via electric railway. Ordinary cars are 
used for those men who can stand or sit, but in addi- 
tion we have converted cars to enable them to carry cots 
and stretchers: A large part of the wounded men are 
transported in auto-taxis, the bodies of which have been 
replaced by special bodies containing two hospital equip- 
ments of the type illustrated. 

The dependents of the employees who have enlisted 
are, of course, granted a certain allowance by the gov- 
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ernment in accordance with the law. The Vienna 
Municipal Tramways has also set aside a further allow- 
ance for these families, in addition to which voluntary 
contributions are made by the employees who have re- 
mained on the system. The latter have also raised a 
sum of $10,000 for the Red Cross and similar funds. 

In view of the hoped-for increase in traffic after the 
war we have ordered 135 motor cars and 125 trailers. 
The order was given at this time to save the workmen 
of the car builders from unemployment. It is interest- 
ing to add that these cars are being built at the prices 
that obtained before the outbreak of the war. 

(EpDIToRS’ NoTE: A report received from Eugen 
Eichel, editor Elektrische Kraftbetriebe und Bahnen, 
who was a recent visitor to Vienna, states that Mr. 
Spangler is congratulating himself on having storage- 
battery buses in service, as all of his gasoline buses have 
been taken for military purposes.) 


Reconstructing Both Tracks at Once 


The Metropolitan Street Railway, Kansas City, Mo., 
during the autumn was permitted to reconstruct both 
tracks simultaneously on Main Street between Ninth 
and Twelfth Streets, which is one of the busiest sec- 
tions of the city. During this period all vehicular traf- 
fic except the car service was suspended. As the railway 
company had estimated that by tackling both tracks at 
once the job could be carried out in thirty days instead 
of sixty days, this unusual procedure was permitted by 
the Board of Public Works and approved by the mer- 
chants of the city. Work was begun on Sept. 1, but 
heavy rains delayed completion about two weeks. De- 
spite the confused state of the highway the merchants 
did not suffer seriously, as passengers from the cars 
were landed from temporary T-rail tracks close to the 
curb or to plank platforms. 

On Main Street the cable had been abandoned in 
1903 and the track reconstructed with 9-in. 106-lb. cen- 
ter-bearing rails. The concrete beam foundation then 
used had been installed without much disturbance of 
the old cable construction. The tops of the yokes had 
been cut off to secure enough depth for the concrete 


TRACK RECONSTRUCTION ON MAIN STREET, KANSAS CITY 
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CONSTRUCTION OF TRACK UNDER WAY AT NINTH AND 
MAIN STREETS, KANSAS CITY 


beams, and the cableway was filled with broken stone as 
a bed for the new pavement. 

When the present work was undertaken all of the old 
cable construction that did not interfere with the new 
track work was left undisturbed, but excavation to a 
depth of 6 in. was made for fresh concrete under the 
new ties. No new rails were installed, as those in service 
had been placed two or three years ago. The paving 
between the rails and for 18 in. outside of the rails is 
of Wisconsin granite cut for 4-in. joints with cement 
grout, the blocks being bedded on a mixture of sand 
and cement. The rest of the street paving is of creo- 
soted wooden blocks. 


Gasoline Cars of Curacao Tramways 


The quaint little town of Curacao, in the Dutch West 
Indies, boasts what is perhaps one of the smallest street 
railway systems in the world. The total length is about 
14% miles of narrow gage, single track. The rolling 
stock consists of but two cars. These cars, however, 
form the interesting part of the equipment. 

Each car is propelled by a six-cylinder 60-hp gasoline 
engine, which is mounted in the forward part of the 


GASOLINE CAR OF CURACAO TRAMWAYS, SHOWING RADIATOR 
AND CONTROL APPARATUS 


body. The radiator is in the dashboard of the car, as 
shown. The engine may be controlled from either end 
of the car through a system of chains. After covering 
about half the distance, the passenger is handed a trans- 
fer and is requested to take the car ahead. Then car 
No. 1 goes back to the starting place while No. 2 takes 
the passengers to the end of the line. The line is owned 
and operated by the Curacao Motor Tramway Company, 
Joseph Cardoze, director. 
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Annual. Meeting of American Society of | 
Mechanical Engineers 


At the. New York Meeting Held on Dee. 1-4, Many Subjects Were Discussed, Among Them Being Snow 
Removal, Factory Floors, the Elimination of Seams in Steel and the Hardening of Tool Steel 


. The annual meeting of the American Society of 
Mechanical Engineers was opened in New York in the 
evening of Tuesday, Dec. 1, with the address of the 
president, which was followed by the report ‘of the 
tellers of the election of officers, John A. Brashear, of 
Pittsburgh, being elected president for the ensuing 
year. After this a reception was held by the society for 
the president-elect and the president. 

' President James Hartness, in his address, pointed 
out that the world of mechanism had become so intri- 
cate and complex that it had grown beyond the grasp 
of any single individual. Each one must be content to 
comprehend only a small part, and only by selecting the 
«character and limiting the amount of material that is 
taken into the individual mind could the best results be 
accomplished. The engineer should devote a part of 
his time to the care and study of his thinking machine 
instead of devoting it all to the mechanical device 
created by that thinking machine. The mind should not 
be overloaded with data to the exclusion of thoughts of 
an initiative character. Man was a creature of habit 
to an extent that rendered this characteristic a domi- 
nant one, and the most efficient use of mind and 
body demanded a scheme of life that permitted each 
one to take advantage of this fact. 

At the business meeting which was held on Wednes- 
day morning the reports of the council and standing 
committees were presented. Among the latter was a 
progress report of the committee on standard steam 
boiler specifications, and this brought out an extended 
discussion regarding details of the report which lasted 
through the morning session and was finally adjourned 
until later in the day. At the adjourned session for 
discussion of this report the entire printed revision of 
the specifications, exclusive of the proposed model 
license law, was taken up section by section, and a num- 
ber of suggestions were accepted by the committee, 
which is to make a further report at a later meeting. 

Following the business session on Wednesday morn- 
ing, a paper entitled “Floor Surfaces in Fireproof 
Buildings” was read by Sanford E. Thompson, in which 
the author advocated the use of the granolithic floor 
with a ground surface owing to its low first cost and 
high wearing qualities. In the discussion which fol- 
lowed considerable support developed for the wooden 
floor and also for the asphalt block floor because of the 
objections of operatives to stone floors of all kinds. The 
coldness and hardness of the latter sometimes even pro- 
duced temporary lameness. 

Among the other papers on Wednesday afternoon was 
the report of a test of the friction losses in the univer- 
sal joint by P. F. Walker and W. J. Malcolmson. In 
this it was found that with loads above, say, 50 per 
cent of the rated capacity of the joint the efficiency was 
constant and above 95 per cent in all cases where the 
angle of inclination was less than 9 deg. The use of 
forks in the same plane was found to give an efficiency 
from 2 per cent to 3 per cent higher than with forks at 
90 deg. : 


SNow REMOVAL 


At the snow removal conference which was held in 
Philadelphia on April 16 and 17, 1914, a committee on 
resolutions was appointed. In its report, which was 


read before the American Society of Mechanical Engi- 
neers at the public service session on Thursday, it was 
stated that the problem confronting the public officials 
is the removal of snow in the shortest time and in such 
a manner as not to interfere with traffic, and at a mini- 
mum cost. Therefore, when using the method of scrap- 
ing, shoveling into trucks or cars and hauling to dumps, 
the length of haul becomes a most important factor. 
The utilization of sewer manholes for dumps, and of 
the sewer system to carry the material away, is the 
most economical method which can be devised, as it 
reduces the hauling to a minimum. However, the 
authorities in charge of the sewer systems have, as a 
general thing, apprehensions regarding the use of the 
sewer aS a snow carrier. 

Nevertheless the bureau of sewers in New York City 
made experiments during the winter of 1914 which seem 
to prove that, within certain limits, such apprehensions 
are ill-founded. Their results indicate that snow may 
be dumped by wagons into sewers having a flow of 10 
cu. ft. per second or more. Pan scrapers can be used 
where the flow is at least 3 cu. ft. per second and the 
velocity is greater than 144 ft. per second. Shoveling 
can be done where the flow is at least 2 cu. ft. per sec- 
ond and the velocity more than 1% ft. per second. 
Under ordinary circumstances if the flow is sufficient to 
carry snow away, melting will occur within 300 ft. 
when the temperature is 60 deg. Fahr. Gas and chem- 
ical combinations in the sewers have little effect on the 
rate of melting. Two cubic yards per minute is the 
maximum rate at which snow can be shoveled into a 
24-in. manhole. Tidal sewers can be used to advan- 
tage only when the tide is low. Siphon sewers can be 
used as well as the ordinary type. 

Where difficulty is experienced with an insufficient 
flow in the sewers, or where the flow decreases or stops, 
the water plug may be opened in the drainage area of 
the sewer above the manhole in use, until the volume of 
water is sufficient to carry off the snow, but it has been 
found most efficient to construct water jets in the man- 
holes into which the snow is dumped. The problem of 
getting the material into the manholes in the least 
time with the least interference with traffic opens up 
a field for the consideration of a special form of man- 
hole to be used satisfactorily for this purpose. Both 
Pittsburgh and St. Louis use a special form of man- 
hole. 

As a result of the experiences and views which had 
been expressed at the conference and which had since 
come to its attention, the committee recommended that: 
(1) The plan of organization and the system to be 
employed for snow removal should be worked out in 
advance of the snow season. (2) The work of removal 
should commence as soon as the snow had covered the 
pavements and the indications pointed to the continu- 
ance of the storm. This principle is successfully fol- 
lowed by street railways in the removal of snow from 
their track space and by some cities. (3) The carrying 
capacity of the sewer system should be utilized as far 
as possible to get the snow away from the streets. (4) 
When practicable, the work should be performed directly 
by the municipality by day labor. (5) Co-operation 
should be sought with the traction companies and use 
made of adjustable plows and sweepers to open road- 
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ways adjacent to street railway tracks at the time that 


the work of clearing the tracks is being carried on. 


(6) Effort should be made to obtain the co-operation 
of the public and to instruct the householders in the 
method of the removal of snow from private premises. 
(7) The police force of the city should co-operate with 
the street cleaning force and the services of patrolmen 
as inspectors should be utilized as far as possible. (8) 
A standing committee should be appointed to collect 
data and report upon such methods or apparatus as 
may be presented to it. Further, a conference should 
be held next spring for an interchange of experiences 
in handling the removal of snow during the winter of 
1914 and 1915, and to make further recommendations. 


OTHER PUBLIC SERVICE SESSION PAPERS 


In a paper entitled “Training for the Municipal Serv- 
ice in Germany,” Clyde Lyndon King cited the success 
of the German nation in commerce and industry 
through the diminution of economic waste. Specific 
training was provided for men in all occupations, how- 
ever mean, and the influence of preparation of men for 
governmental positions and the preference shown to 


such men was believed to be a contributing cause. 


A paper on the design and operation of the Cleveland 
municipal electric light plant, by Frederick W. Ballard, 
stated that the new station, which went into operation 
July 20, 1914, was the largest central station to be built 
It was intended not 
only to supply electric current for street and commer- 
cial lighting, but also for power users. The rates which 
were being charged for service ranged from $0.03 per 
kw-hr. maximum to $0.01 per kw-hr. minimum. This 
station had a capacity of 25,000 kw and at present car- 
ried one-fifth of this load. The decision to build it 
was the result of experience since 1906 with a small 
station of 1500-kw capacity which had made the re- 
markable record of having acquired from the earnings 
of the plant itself more than one-half of its total value 
in eight years. 

In the design of this station several new and radical 
features had been introduced. These were as follows: 
The use of motor-driven auxiliaries exclusively through- 
out the plant; the use of large boiler units with high 
steam pressure; the use of economizers of much greater 
capacity than ordinarily installed; a new arrangement 
of coal-handling apparatus; the use of both forced and 
induced draft with practically atmospheric pressure in 
the combustion chamber; the automatic control of fur- 
nace conditions; the simplicity of the piping layout, 
due to motor-driven auxiliaries, and the use of an auxil- 
iary steam turbine for driving the auxiliary motors, 
this turbine being supplied with a jet condenser whose 
cooling water was fed into the economizers. 


PROFESSIONAL SESSION 


In describing a series of tests on ‘‘Chilled Iron Crane 
Wheels,” at the professional session on Thursday F. K. 
Vial stated that the vertical load to be carried on any 
chilled iron wheel was not limited by the capacity of 
the wheel, but by the carrying capacity of the rail. The 
bearing power of chilled iron was far in excess of that 
of a steel rail, and, therefore, might be neglected when 
considering maximum vertical loads. Under equal 
loads, the depression in the rail was inversely as the 
diameter of the wheel. The larger diameter of 
wheel made a larger area of contact, which reduced the 
pressure per square inch. Onanew A.5. C. E. rail the 
safe maximum limiting load for a 12-in. wheel was 
23,000 lb., and for a 33-in. wheel, 38,150 lb. If the top 
of the rail was flat, and 2 in. wide, the limiting load on 
12-in. wheels was 78,300 lb. and on 33-in. wheels 130,000 
lb. Owing to the depression in the rail caused by 
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wheels with extremely heavy loads a 24-in. wheel re- 
quired 25 per cent more power than a 33-in. wheel and 
a 16-in. wheel required 68 per cent more power than a 
33-in. wheel. 

A paper on the mechanical elimination of seams in 
steel products, notably steel rails, by Robert W. Hunt, 
outlined the result of an investigation of the subject 
by T. H. Mathias, assistant general superintendent of 
the Lackawanna Steel Company, who determined that 
the most certain way of getting rid of seams was to 
remove that portion of the metal which contained them. 
The primary causes of seams existed in the ingots and 
probably were incident to the casting of the ingots. 
The surfaces of ingots displayed disk-like apertures, 
due to entrapped air, which in rolling could easily be 
elongated into dangerous seams. It was demonstrated 
that the surfaces of the ingots were decarburized to the 
extent of eight to ten points carbon and to a depth of 
5/16 in., a condition which must be detrimental to the 
finished product. In a new process to overcome these 
difficulties the removal of the surface metal was effected 
by a hot sawing or milling operation during the process 
of rolling. The ingot was first reduced to a point 
where the product is 75 per cent finished, in the form 
of a partially shaped bar 60 ft. long, when it was en- 
tered between two pinch rolls with the flange side up 
and forced between two milling saws. Metal was re- 
moved from the top and bottom of the bar, the main 
object being to eliminate the seams from the central 
portion of the bottom of the rail which had been found 
to be the starting point of the well-known moon-shaped 
failures, and also to remove seams from the top or 
bearing surface of the head of the rail. 


HARDENING TOOL STEEL 


In a paper considering the “Factors in Hardening 
Tool Steel,” by John A. Mathews and Howard J. Stagg, 
Jr., it was stated the position of the critical temperature 
for carbon steel was fairly constant but was affected to 
a variable degree by the addition of alloys. For prac- 
tical hardening the critical temperature must be ex- 
ceeded by a fairly good margin, at least 25 deg. Fahr. 
to 50 deg. Fahr., depending on the size, shape, mass and 
composition. 

The time of heating is as important as the tempera- 
ture to which the steel was heated. At least two dangers 
must be avoided. First, if the heating is too fast, a 
uniform temperature does not exist throughout the mass 
being heated. Second, grain size depends, among other 
variables, upon temperature and time above the critical 
temperature. If a piece is held above the critical range 
for an abnormally long time, the crystals may grow to 
such an extent that on quenching, the abnormal grain 
size is retained and the result is a weak, if not cracked, 
piece. Quick heating in a furnace considerably hotter 
than the correct hardening temperature is bad practice. 

Pure water has a fairly constant quenching rate up 
to a temperature of 100 deg. Fahr., where it begins to 
fall off. At 125 deg. Fahr., the increase in time re- 
quired for cooling is very marked. Brine solutions have 
a quicker rate of cooling and are more effective at higher 
temperatures than water. Where water at 70 deg. Fahr. 
cooled the test piece in 60 seconds, the brine solutions 
cooled it in 55 seconds. Oils are slower in their quench- 
ing powers than water or brine solutions, but the ma- 
jority of them have a much more constant rate of cool- 
ing at higher temperatures than water or brine. Owing 
to the slower quenching rates of large pieces it is neces- 
sary to heat large sections hotter than small ones in or- 
der to produce the same amount of hardness. In a cer- 
tain case it was found that a 3/16-in. round bar would 
harden at 1395 deg. Fahr., while a °4-in. round bar 
should be heated to 1450 deg. Fahr.—a difference of 55 
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deg. The following table was given to show the de- 
crease of hardness in tempering, expressed in per cent 
of the original hardness: 


400 deg. Cent....70.0 per cent 
500 deg. Cent....87.5 per cent 
600 deg. Cent....97.5 per cent 


100 deg. Cent.... 2.5 per cent 
200 deg. Cent....14.0 per cent 
300 deg. Cent....41.0 per cent 


Regarding the effect of time on drawing the temper 
the authors stated that standard 14-in. round A.S.T.M. 
test pieces, which were quenched from constant tem- 
perature and the temper drawn in some salt bath at con- 
stant temperature after varying intervals of time, gave 
the following results: 


Time 
Elastic Maximum Brinell Interval, 
Limit Strength Elongation Reduction Hardness Minutes 
228,750 260,137 2.5 eS 425 8 
201,125 214,562 11.6 45.4 390 20 
175,000 183,187 12.0 49.35 340 40 


The tendency of steel is to become spherical by re- 
peated quenchings. Changes of forms are conditioned 
by the original proportions of the piece quenched, by its 
chemical composition, by the temperature from which it 
is quenched, and within certain limits by the time of 
heating. Hardness, brittleness, change of form and li- 
ability to crack, generally speaking, increased with the 
carbon content and the temperature and time of heating. 
Nevertheless, constant conditions give constant results. 

Regarding furnaces and methods of heating the au- 
thors said that the fuel used is immaterial so long as 
the following points are considered: The furnace and 
hearth should be of sufficient size so as not to be affected 
materially in temperature by the introduction of the 
parts to be hardened.‘ It should heat at a uniform rate 
and should be of uniform temperature over its entire 
hearth. It should be run under neutral, or reducing, 
conditions. A good rough test for this is the introduc- 
tion of a piece of wood or paper upon the hearth. If 
the paper (or wood) burned, the atmosphere was oxidiz- 
ing. If it charred, it was reducing or neutral. The 
temperature control must at all times be exact. A black- 
smith’s fire is satisfactory under good handling but the 
difficulty is that for constant work it is too exacting on 
the operator and requires too many manipulations to se- 
cure uniform and continuous results. 


CLINKERING OF COAL 


Lionel S. Marks in a paper on “The Clinkering of 
Coal” pointed out that the matter of clinkering ought 
to be taken care of when contracts for coal are made, 
and that it has been frequently suggested that specifi- 
cations ought to include the melting temperature of the 
ash as indicating the clinkering characteristics of the 
coal. The only method that seems to be available for 
measuring both melting temperature and viscosity is 
the Seger cone method or some modification of it. If 
the cone is placed horizonally projecting over the 
edge of its support, the indications are more satisfac- 
tory, though far from perfect. Laboratory tests of 
coal ash by this method indicate that coal ash with a 
fusing temperature lower than 2500 deg. Fahr. give 
much trouble, while an ash with a fusing temperature 
above 2550 deg. Fahr, gives but little trouble. The 
fusing temperature between these limits cannot be taken 
as a criterion of the tendency to clinker. A further in- 
dication may be obtained from the appearance of the 
melted cone and the range of temperatures between 
initial and final bending of the cone. The coals which 
give most trouble were those of which the ash cones 
show a very liquid constituent and a small range of 
temperatures between initial and final bending. 
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Economics of Electric Railway Distribution 


H. F. Parshall Discusses the Effects of Spacing and 
Capacity of Substations Upon Operating Results 


At the Nov. 17 meeting of the British Institution of 
Civil Engineers, H. F. Parshall, consulting engineer, 
London, delivered a paper on the effects of spacing and 
capacity of substations upon operating results. In this 
he gave the results of an elaborate study based largely 
upon data of operating costs of the Central London 
Railway. The author’s principal conclusions follow: 

With the given energy consumption per unit of 
length of line that follows from a given train move- 
ment, the capacity of the substations increases directly 
with the distance between them. The energy loss. in 
distribution conductors of a given section varies with 
the cube of the distance between substations. The cost 
of attendance is within wide limits independent of the 
size of the substation. The cost of the plant per kilo- 
watt falls off with the size of the units, but the main- 
tenance and renewals per kilowatt are more or less 
constant. With rotary-converter substations and a work- 
ing voltage of 600, and for certain assumed average 
conditions of train weight, speed and energy consump- 
tion the most economical substation spacings are 814 
miles, 514 miles and 314 miles for train services of six, 
twelve and twenty-four trains per hour respectively. 
For a working voltage of 1200, the substation spacings 
are 11 miles, 7144 miles and 5 miles respectively, while 
when 2400 volts is adopted the most economical substa- 
tion spacings are 16 miles, 12 miles and 814 miles for 
the three train services respectively. With the present 
arrangement of rotary-converter substations, there is 
little advantage in a higher voltage than 2400 for the 
track conductor. The economy of higher voltages is 
shown to be approximately the same whatever the train 
service. As between 600 volts and 1200 volts there is a 
saving of 14 per cent in the total annual costs of the 
distribution system; as between 1200 volts and 2400 
volts there is a further saving of 7 per cent or 21 per 
cent as between 600 volts and 2400 volts. If the work- 
ing voltage is further increased to 3600 there is a 
decrease in total annual expenditure on substation and 
overhead conductor equipment of only 3 per cent, which 
will be less than the additional cost of the rolling stock. 

For single-phase distribution at 5000 volts the most 
economical substation spacings are 31 miles, 24 miles 
and 16 miles for train services of two, three and six 
trains per hour respectively. At 10,000 volts single- 
phase, the most economical substation spacings are 45 
miles, 34 miles and 26 miles for the same three train 
services respectively. With three-phase distribution at 
5000: volts the most economical distances between sub- 
stations are 38 miles, 31 miles and 18 miles for the 
same respective train services. In most of these last 
cases, however, the economical distance between sub- 
stations thus determined is greater than would be per- 
missible in practice from considerations of both traffic 
operation and voltage drop. Further, in the case of 
single-phase operation, the lower pressure of 5000 volts 
is found to be the most economical for certain services 
and the higher pressures of 10,000 volts, 12,000 volts 
and 15,000 volts in vogue on the Continent are ex- 
plained by considerations of voltage drop. 


The Louisville & Northern Railway & Light Company, 
New Albany, Ind., one of the southern Indiana Insull 
lines, has begun to use newspaper space in advertising 
its service. Recent issues of the Louisville papers 
have carried display advertisements suggesting Sunday 
afternoon trips to Silver Hills, a natural park west of 
New Albany. 
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The ‘‘Safety First’? Movement on the 
Chicago, Ottawa & Peoria Railway 


W. F. Carr Outlines His Experience in ‘‘Safety First’’— 
Much Tact Necessary in Handling Men 


In his paper, read at the November meeting of the 
Illinois Electric Railways Association, W. F. Carr, en- 
gineer of maintenance of way of the above-named rail- 
way, outlined the results of his experience in the “safety 
first” movement. He stated that at first the employees 
suggested plans for reducing accidents involving money 
expenditure. They had to be shown that the movement 
is one requiring co-operation between workmen and 
operators. In this period of retrenchment it is discour- 
aging to have a man suggest the expenditure of money 
to offset his blunders. Many of the suggestions received 
had to be carefully analyzed for, while the men making 
them are familiar with their own particular surround- 
ings they observe only the phase of the situation which 
affects themselves. 

Mr. Carr emphasized that considerable tact is neces- 
sary in disposing of suggestions and stated that the at- 


tempt was made to correct the viewpoint of the men 


when this was in error. He stated that the company 
endeavors to impress the fact that most present-day 
employers of labor have surrounded their employees 
with fairly safe working conditions but that the public 
needs education on safety matters. Employees can call 
attention courteously to risks incurred by the public 
and can advocate laws to compel the public to be care- 
ful. The employees of the company have been instructed 
to show their friends the benefits of laws imposing 
heavy penalties for trespassing upon railroad property ; 
and to stop cars, if time permits, to call the attention of 
parents to the dangers of the practice of allowing chil- 
dren to play on the tracks. 

In the operation of the railway attention of employees 
is directed to the following safeguards in the respective 
departments: Transportation department; air brakes 
should be properly applied; cars should not be bumped 
in coupling; moving cars should not be boarded; cars 
should be kept in safe operating condition; unsafe 
blocks should not be passed without orders; cars should 
head into and back out of sidings; cars should be 
stopped for boarding or alighting passengers; cars 
should be flagged in backing over highway crossings; 
drop switches should not be used; cars should be coupled 
by means of the draw-bar handle; trainmen should be 
sure that switches and derails are open or closed, and 
they should keep their heads inside the cab or vestibule; 
explosives should bear stamps and be handled accord- 
ing to safety rules; the loading of freight cars should 
be balanced; alighting passengers should be warned of 
the presence of a trailer when such is used; passengers 
should be kept out of vestibules; disputes with passen- 
gers should be avoided; passengers should be ejected 
only at stations; window guards should be kept in posi- 
tion; aisles should be kept clear, and passengers should 
be required to keep their feet off the car seats. 

Equipment department: Safeguards should be in- 
stalled on all machinery; defective ladders, grab irons, 
running boards and couplers should be repaired prompt- 
ly; car repairers and inspectors should place blue flags 
or lights when working on. cars; headlight plugs should 
be carefully examined and repaired; car pits should 
have foot planks across them; electric welders should be 
shielded when in operation; machinery should be in- 
spected before using, and first-aid stations should be 
placed in the shops. 

Power department: Operators only should be allowed 
in the machine rooms of stations; apparatus should be 


_ guarded by signs calling attention to danger; first-aid 
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stations should be placed at every substation; C.E.R.A. 
rules for safety in operating a.c. apparatus should be 
enforced, and the pulmotor for resuscitation kept at 
the dispatcher’s office in Ottawa should be used when 
needed. 

Track and roadway department: Fire department 
should be notified when tracks are excavated in city 
streets; lights and flags should be used to guard ex- 
cavations in streets; brush and hedge fences and build- 
ings on right-of-way should be cut down or moved back 
to afford a better view; highway crossings should be 
kept in condition to avoid breaking of vehicles; track 
should be carefully patrolled for defects; careless load- 
ing of tools and material on hand and push cars and 
unauthorized use of hand cars should be prohibited; 
hand cars run after dark should be provided with white 
lanterns in front and red lanterns behind; the attaching 
of hand cars to moving trains and their use on main 
track in foggy weather should be prohibited; highway 
crossing signs, fences and gates should be kept in re- 
pair aS a warning and barricade against trespassers. 

Bridge and building department: Bridges should be 
thoroughly inspected at least once every quarter for de- 
fects; holes in station platform and floors should be 
immediately repaired; buildings should be inspected 
once each month; combustible matter that would cause 
fire should be removed, and all fire-fighting apparatus 
should be tested monthly and insurance inspection re- 
ports filled out. 

In addition to the above rules Mr. Carr stated that, 
under the direction of the overhead lines and signals 
departments about 16 miles of block signals have been 
installed by the company, five crossing bells have been 
installed at highway crossings, instructions have been 
issued to linemen to examine all poles before climbing, 
poles have been moved back to afford safety to train- 
men at sidings, ‘““Rymco” overhead trolley switches have 
been erected at all meeting points and C.E.R.A. rules 
for the care of high-tension, a.c. lines have been adopted 
and enforced. 

In stations agents have been ordered to report im- 
mediately all defects in floors, flues, wiring, etc., in and 
about buildings, to report and temporarily repair ine- 
qualities liable to trip passengers, to avoid leaving 
trap doors open and to give immediate attention to 
greasy or slippery steps. 


Cost of Service as Basis for Rates 


At a meeting of the Western Economic Society in 
Chicago on Nov. 18, Halford Erickson, of the Railroad 
Commission of Wisconsin, presented a paper on “The 
Cost of Service as a Basis of Rate-Making.” In this 
paper Mr. Erickson said that the courts have generally 
held that rates, to be reasonable, must yield revenues 
sufficient to cover operating expenses, including a fair 
return on the fair value of the property used and use- 
ful in serving the public. Although this would indicate 
that the cost of service should be the basis of rate 
making, there are other theories as to the proper basis 
of rates. 

Utility service may be furnished upon the following 
bases: (1) Free of charge to all consumers; (2) to 
cover current operating expenses with no allowance 
for capital investment; (3) to cover all current cost, in- 
cluding capital cost, or (4) at a rate to yield the great- 
est possible net return. Each of these four bases is 
permissible under certain circumstances. The first is 
for those utilities which a sound public policy dictates 
should be used by all. An example is the public schools. 
The second is applicable where the service should be 
supplied to all on equal terms, regardless of the quantity 
of use. An example is the postal service. Both 1 and 2 
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imply public ownership, and a meeting of the capital or 
operating cost by taxation. The third basis may be 
used by a utility either publicly or privately owned. 
The fourth basis applies chiefly to utilities which fur- 
nish services in competition with one another. 

Mr. Erickson argued in favor of the cost of service 
basis, which is coming into constantly greater use in 
railroad work. Even most manufacturing plants, whose 
prices are based on the fourth principle, have estab- 
lished cost accounting systems to assist in fixing, prices. 
It is practicable to determine approximately the basis 
of cost of freight and passenger operation in railroad 
service, although many of the expenses vary with dif- 
ferent units, such as the train-mile, train-hour, etc. 
It would still be permissible, also, to continue a freight 
classification, with different rates for different com- 
modities, because the interests of all are best preserved 
by such a discrimination. 

The ‘cost basis” for rates would require the valua- 
tion of properties, but Mr. Erickson thinks that 
when such a valuation has once been made it will not be 
hard to keep it up, nor would these valuations cause 
constant fluctuations in the rates, as is sometimes 
claimed. 


Papers on Public Utility Valuation 


J. W. Alvord Outlines Scope of Science of Valuation—J. H. 
Gandolfo Favors Actual Cost as Equitable to All Parties 


At a meeting of the American Society of Civil Engi- 
neers on Nov. 18 two papers dealing with public utility 
valuation were presented. One was by John W. Alvord 
on the subject of “Fundamental Principles of Public 
Utility Valuation,” and the other by J. H. Gandolfo 
on the subject of “The Valuation of Public Utility 
Property.” The following abstracts of these papers 
are made from the Proceedings of the society for 
October. 


CONTENTS OF Mr. ALVORD’S PAPER 


The paper by Mr. Alvord was undertaken as a conse- 
quence of the voluminous discussion of his prior paper 
on “The Depreciation of Public Utility Properties as 
Affecting Valuation and Fair Return,” presented on 
Dec. 17, 1913. To Mr. Alvord’s mind this discussion 
indicated a greatly increased interest in valuation mat- 
ters, but at the same time, on the part of many engi- 
neers, a lack of a clear perception of the fundamental 
principles involved in such work. His paper, therefore, 
attempted to show the following: (1) That it is quite 
idle to argue about the detailed methods of valuation 
without a fundamental and uniform conception of what 
valuation and property are in the first instance and 
what the reasoning of the courts has been on these 
subjects. (2) That,.fundamentally, the art of valua- 
tion must rest in the law and in the interpretation of 
the law by the courts. (3) That the Supreme Court 
has repeatedly ruled that it is the value of the property 
used for the public purpose that must be considered, 
and it is the value of that property now. (4) That 
most public utility commissions and many estimators 
who have been following their rulings are at variance 
with the opinions and decisions of the courts, in that 
they are insisting upon retracing an investment rather 
than valuing a property. (5) That the reproduction 
method is in most cases a most useful line of inquiry in 
arriving at a conclusion as to what the value of a prop- 
erty may be at the present time, but that it is not the 
only line of evidence to be considered. (6) That repro- 
duction is a cost method and does not of itself deter- 
mine value; it is only one of the means and not an 
end, and must be complete in itself, including going 
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cost, before it can properly be used as a basis for rea- 
soning. (7) That when all lines of evidence are 
properly presented, appraisers must reason as to what 
bearing on valuation each one may have. 

Mr. Alvord’s paper as a whole is an amplification 
along the above lines. In his opinion the science of 
valuation calls for a knowledge in three professions: 
law, engineering and economics, although the law and 
its interpretation control. Mr. Alvord believes that 
wherever there are wide differences of opinion as to 
the value of a property, a large part of the difference is 
usually caused by differing conceptions as to what is 
being valued and differing definitions. If appraisers, 
and especially engineers, would once thoroughly under- 
stand that it is the function of the law and not them- 
selves to say what is to be appraised, most of the trou- 
bles and confusion in appraisal work would be elimi- 
nated. 

To produce good results in appraisal work, according 
to Mr. Alvord, it is necessary to have practical experi- 
ence in considerable amount, alternately representing 
both conflicting interests in order to appreciate fully 
the varying points of view. The only golden rule for 
the engineering appraiser in valuation work is for him 
to value the property so that he would be satisfied with 
the valuation if he had been appointed by the other 
side, or if at any time hence he found himself on the 
other side of the issue in some other case. Mr. Alvord 
states that what is greatly needed is a book compiling 
in full without partiality the decisions and opinions of 
courts in valuation cases to be accompanied by a topical 
index. In connection with his paper he appends a list 
of the more important decisions, for immediate refer- 
ence. 


OUTLINE OF PAPER BY MR. GANDOLFO 


The primary purpose of the paper by Mr. Gandolfo 
is to show that in any valuation or appraisal that is 
made for purposes of rate-making or security issues 
the proper figure to be used is actual cost to date of 
the work in question, provided of course that there has 
not been extravagance, fraud or gross mismanagement 
in the origin or development of the enterprise. Al- 
though this valuation is a basic figure, however, it is 
not necessarily the only and final one to be used for any 
and every purpose for which a valuation may be un- 
dertaken. Reproduction or replacement cost, cost of 
reproduction less depreciation, etc., all have their proper 
place and should be used under the proper conditions. 

To substantiate the above statement, Mr. Gandolfo 
goes back to the fundamental beginnings of private 
business and traces the development of the private cor- 
poration and the public utility corporation, at the same 
time showing the similarity and dissimilarity between 
these three classes. With this as a basis, it is shown 
how the same principles can and should be applied in 
the valuation of public utility property as would be 
used in that of a private individual. In investigating 
a public utility it is indicated briefly why this class of 
corporation should be subjected to regulation by the 
state. Decisions of courts are referred to wherever it 
is thought necessary to show the trend of judicial 
opinion. . 

In conclusion, Mr. Gandolfo states that the actual cost 
to date is a figure equitable to the investor, the promoter 
the manager and the public at large. The real object of 
a valuation of any public utility is to obtain a figure 
such that any conclusions or regulations founded upon 
it will be just to all interested parties. Every case 
must be decided on its own merits with due regard to 


conditions and circumstances immediately surround- 


ing it. ; 
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Consolidation at Ogden, Utah 


Important Extensions and New Construction Under Way— 
New Substation Erected and Others Being Built 


The Ogden Rapid Transit Company and the Logan 
Rapid Transit Company have recently been consoli- 
dated under the name of the Ogden, Logan & Idaho 
Railway Company, which now operates the city system 
of the Ogden Rapid Transit Company, also the Ogden 
Canyon interurban line, the North Ogden interurban 
line, the Brigham City interurban line and the Plain 
City steam line. It also operates the Logan City lines. 
In addition it has built a number of extensions to the 
north and south and has others under way. On the 
completion of the work already begun, the company 
will have practically 135 miles of interurban track, in 
addition to about 6 miles of city system in Logan and 
practically 40 miles of city system in Ogden. 

For the new construction north and south of Logan 
the company has used 70-lb. A.S.C.E. rail, steel bridges 
with concrete abutments and catenary overhead con- 
struction. It has also constructed a substation in 
Smithfield, Utah, in which will be located a Westing- 
house 235-kva transformer and a 500-kw motor gener- 
ator set to supply 1500 volts direct current. After the 
contemplated work is finished next season, the entire 
interurban system of the company will be changed over 
from 600 volts to 1500 volts, but the city lines in Ogden 
will remain at 600 volts. 

The cars to be used on the new extensions are being 
manufactured by the American Car Company, St. Louis. 
They are all-steel, 68 ft. 8 in. over all in length, and 
each will have four Westinghouse 110-hp 1500-volt mo- 
tors with HL control. In addition to the construction 
mentioned above, the company is building modern con- 
crete and brick depots at a number of the points reached 
by the new north and south lines. 

A union station for the use of the company and also 
of the Salt Lake & Ogden Railway is being built in Og- 
den and will be completed about Jan. 1, 1915. This sta- 
tion is of brick, 32 ft. wide and 177 ft. long. The main 
floor contains a waiting room which extends across the 
building and is about 64 ft. in length. At the rear are 
baggage and express rooms and a trainman’s room. The 
ticket office is in the center of the building and on the 
corridor through which passengers pass to their trains. 
The ground floor of the building is lighted from the roof 
by monitor skylights, and a large electric sign is carried 
in front of the building. 

F. D. Kline is general manager of the consolidated 
company. 


Meeting of National Civic Federation 


The annual meeting of the National Civic Federation 
was held at the Hotel Astor, New York, on Dec. 4-5. 
The address of President Low, which was delivered on 
Friday morning, discussed briefly the work of the Fed- 
eration and the problems which had been brought upon 
this country as a result of the war. He then referred 
to the recent law creating the Federal Trade Commis- 
sion, which he said had been favored for a number of 
years by the National Civic Federation, and believed 
that in the course of time the powers of this commis- 
sion would be enlarged so as to permit amendment of 
the Sherman anti-trust act under government regula- 
tion. In conclusion he criticised the Interstate Com- 
merce Commission for recommending an increase in 
passenger rates rather than in freight rates. 

John Hays Hammond then presented a report on busi- 
ness conditions throughout the United States, based 
upon an extensive inquiry by the Federation. The most 
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gloomy view is that taken by the charity organizations. 
Next the railroads are the most pessimistic. While 
electric railway gross receipts have not suffered as have 
those of the steam railroads, yet these companies also 
find it impossible to extend their activities, owing to 
the small margin of their net receipts. A turn seems 
to have been taken in the steel industry, the savings 
bank situation has become normal again, and there is a 
much better situation in the cotton district. Reports 
of purchases of supplies by belligerent nations may be 
exaggerated in some cases, but it is nevertheless clear 
that the aggregate of these orders is enormous. These 
orders have been a particular help to the commercial 
vehicle industry, bringing $10,000,000 to the makers of 
these trucks. The agricultural situation, particularly 
that between the Mississippi River and the Rocky 
Mountains, is good. 

The Federation was to discuss government ownership 
of utilities on Friday afternoon. 


Annotated Reports of Commissions 


Announcement was made this week of the completion 
of plans for the prompt publication of the decisions and 
rulings of the public service commissions of the country 
in convenient form. This work will be undertaken by 
the Lawyers’ Co-operative Publishing Company, of 
Rochester, N. Y., and the publication will bear the title 
of “Public Utilities Reports Annotated.” The reports 
will be issued in a series of selected annotated reports 
similar to the “Lawyers’ Reports Annotated,” which are 
published by the same company. The plan is to issue 
advance sheets in bi-weekly parts. When there is suf- 
ficient material in the advance sheets to justify the issue 
of a bound volume one will be published. It is expected 
that in the course of a year six bound volumes will be 
issued. The bound volumes will be on thin paper and 
each will contain not less than 1200 pages. Each vol- 
ume will contain tables of cases, arranged by cases and 
also by states. The cost is to be $5 per volume includ- 
ing the advance sheet service. 

The work will start with the decisions of commis- 
sions rendered beginning with Jan. 1, 1915, and the first 
advance sheets will be issued shortly after that date. It 
is planned to publish all of the important decisions of 
the commissions in full. Rulings and orders dealing 
with standards, practices, etc., which are of general in- 
terest will also be published in full. The decisions 
which will be published are those relating to public 
utilities of all kinds with the exception of steam rail- 
roads. It is not planned to publish steam railroad de- 
cisions unless they have some incidental bearing on the 
general public utility situation. Publication will also 
be made of the decisions of state courts of last resort 
on public utility commission issues. 

The decisions will be so annotated that they may be 
compared and the harmony or lack of harmony with other 
decisions in different jurisdictions made clear. The 
headings, annotations and digest will be so arranged as 
to provide convenient means of reference, not only for 
lawyers but also for engineers and others who are un- 
familiar with legal practices. 


The Missouri Public Service Commission has issued 
advance sheet No. 5 of its reports of cases. The paging 
of this advance sheet begins with page 1. This is occa- 
sioned by a revision of the reports, cases involving no 
principles having been withdrawn. The commission 
feels that this will rid the advance sheets of matter of 
little or no permanent value and render them more 
serviceable for ready reference to principles announced. 
The pages will appear in proper sequence in the bound 
volume of commission reports. 
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The Code of Principles 


STONE & WEBSTER MANAGEMENT ASSOCIATION 
Boston, MAss., Dec. 1, 1914. 
To the Editors: 

There is a marked demand from the managers of our 
various companies for copies of the “Code of Principles.” 
Can you, without inconvenience, send me eighty more 
copies ? EDWARD F.. FLYNN, Secretary. 

[NoTE:. Other requests for copies of the Code, which 
have been filled during the past ten days, have come 
from Columbus, Ohio, Davenport, Ia., Denver, Col., 
Dubuque, Ia., and Fort Wayne, Ind.—EDs. ] 


Information Wanted by Passengers 


BRIDGEPORT, CONN., Nov. 30, 1914. 
To the Editors: 

The editorial “Helping the Sightseer” in your issue 
of Nov. 28 affords valuable hints as to the information 
which the tourist passenger on electric cars wants of 
the conductor. This suggests the thought that in ad- 
dition to the places of historical interest along their 
route the conductors should be educated to know some- 
thing about the important manufacturing plants. This 
matter has impressed me because, in my travels, I have 
often had occasion to inquire the shortest route to reach 
a certain point, only to find that I could not only get no 
help from the car conductors on this point but they did 
not even know of the existence of the company in ques- 
tion. In many cases this has happened when the repu- 
tation of the manufacturer was nation wide, and he was 
a large employer of labor in his city. 

It occurs to me that if a railway company should 
offer a prize for a paper giving the most complete in- 
formation on points of interest, including industrial 
establishments, on each of the different runs, it would 
not only serve to familiarize the men with these things 
but would awaken an interest in them to keep informed 
on future developments along their routes. 

I submit this as a suggestion and in extension of 
your recommendation. WILLIAM V. DEE. 


A. I. E. E. Standardization Rules 


HARVARD UNIVERSITY 
CAMBRIDGE, MASS., Dec. 1, 1914. 
To the Editors: 

Supplementing the statements which you have made 
in recent issues of the ELECTRIC RAILWAY JOURNAL 
regarding the new edition of the standardization rules 
of the American Institute of Electrical Engineers, the 
following points may be of interest to your readers. 

The most fundamental and important improvement 
in the new rules over the old ones is in connection with 
the rating of electrical machinery, including limiting 
temperatures for various kinds of insulation and meth- 
ods of measuring the same. Although the presumably 
highest hot-spot temperature allowance for Class B in- 
sulation may seem to many far beyond previous prac- 
tice, it is not so as a matter of fact; but is merely a 
recognition of a condition which has existed in much 
of our large capacity machinery. It has not previously 
been recognized, owing to the inadequate methods of 
temperature measurement until recently employed. 
Thermal couples recently inserted in the original Niag- 
ara alternators, now twenty years old, have disclosed 
temperatures as high as 170 deg. Cent. 

The new rules contain several entirely new sections, 
including those on wires and cables, the rating and test- 
ing of switches and other circuit-control apparatus, and 
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standards in telephony and telegraphy. This last-men- 
tioned section is only in tentative form, as the nomen- 
clature in this field is still in a state of flux, particularly 
in the radio corner. Many of the other sections have 
been completely transformed, so that they are hardly 
recognizable, but it would be impossible to go into de- 
tails of these changes here. é 

I trust that the above statements will serve to direct 
the attention of your readers to some of the most im- 
portant and interesting changes in the rules. 

C. A. ADAMS, 
Professor of Electrical Engineering. 

[NoTE: Professor Adams, as the secretary of the 
standards committee of the Institute, is in an excel- 
lent position to point out the novel features of the 
rules. The attention of the reader is directed also to 
the editorial printed in this issue of the ELECTRIC RAIL- 
WAY JOURNAL.—EDS. | 


NEw York, Nov. 27, 1914. 
To the Editors: 

Referring to the electric railway section of the new 
standardization rules of the American Institute of Elec- 
trical Engineers, abstracted in the issue of the ELEc- 
TRIC RAILWAY JOURNAL for Nov. 28, page 1201, the 
following point should be noted: The standards commit- 
tee, at its last meeting, decided to omit section 418 of 
the tentative issue of the standardization rules, which 
related to maximum permissible inputs of motors, as 
this section was believed to contain requirements un- 
suitable for general use, although quite acceptable for 
certain motors under certain conditions of service. It 
is to be hoped that the committee will be able to formu- 
late a rule acceptable to both railway men and manufac- 
turers. In order to do this, it will be necessary to se- . 
cure the co-operation of all parties who are interested 
in obtaining the data upon which such a rule must be 
based. 

The reasons for which a motor is called upon to carry 
heavy currents for short periods are usually as follows: 

1. Rapid acceleration. 

2. Acceleration of heavy loads. 

3. Heavy but short grades. 

These conditions are met with in varying degrees in 
urban, interurban and locomotive passenger and freight 
traction, so that a table might be constructed for inser- 
tion in the rules, giving the maximum input current 
which motors for such services should be expected to 
carry. 

Railway men and manufacturers unfortunately have 
different points of view about this matter. The former 
think of the railway service primarily, and desire the 
motors to be designed to conform with their particular 
service requirements. The latter think of the motor 
capabilities primarily and more or less unconsciously 
desire the service to conform thereto. Hence, instead 
of a table such as. suggested above, the manufac- 
turers would probably prefer to have the rules give 
the maximum input current for motors of different 
types, having regard to interpoles, scheme of ventilation 
and the proportion of iron and eopper used in their con- 
struction. 

Both the form of the rule and the particular figures 
which would enter it are therefore subject to discussion; 
and it is to be hoped that all who can contribute practi- 
cal information bearing on this subject will do so. 

WILLIAM A. DEL MAR. 

[NoTE: It is to be hoped that Mr. Del Mar‘s request 
for information on the important subject of motor 
overloads will meet with a prompt response. Such con- 
tributions will be printed in this column with a view 
to bring out still further suggestions.—EDsS. ] 


DECEMBER 5, 1914] 


ELECTRIC RAILWAY JOURNAL 


1255 


American Association News 


American Executive Committee Met on Dec. 3 and Considered Plans for Washington and San Francisco Meetings 
—Hooper-Holmes Service to Be Continued—R. E. Danforth Explained to Public 
Service Section Comprehensive Program Plans 


MEETING OF THE AMERICAN ASSOCIATION 
EXECUTIVE COMMITTEE 


The executive committee met in New York on Dec. 
3. Those present were: C. Loomis Allen, Syracuse, 
N. Y., president; Charles L. Henry, Indianapolis, Ind., 
first vice-president; L. S. Storrs, New Haven Conn, 
third vice-president; T. S. Williams, Brooklyn, N. Y., 
fourth vice-president; C. S. Mitchell, Pittsburgh, Pa., 
president Accountants’ Association; L. P. Crecelius, 
Cleveland, Ohio, president Engineering Associaticn; 
William Tichenor, Indianapolis, Ind., president Claims 
Association; H. H. Vreeland, New York., George H. 
Harries, Louisville, Ky., and Charles S. Sergeant, Bos- 
ton, Mass., past presidents, and E. B. Burritt, secretary. 
C. C. Peirce and H. G. McConnaughy of the Manufac- 
turers’ Association were also present. 

The following were among the important actions 
taken by the executive committee: 

Certain changes in the rules of the Transportation 
& Traffic Association were approved, as well as the 
action taken by this association in the matter of train 
orders. The following resolution, adopted at the meet- 
ing of the executive committee of the Transportation & 
Traffic Association, was approved: 

“Resolved, That whenever an interpretation of any 
rule or rules is asked for by a member company, such 
request shall be submitted to the rules committee for 
its opinion. Interpretation of rules made by the rules 
committee shall be presented to the executive commit- 
tee for approval and the action of the executive com- 
mittee shall be entered in the minutes and referred to 
the association for final action. When member com- 
panies request interpretation of rules, a copy of the 
opinion expressed by the rules committee may be fur- 
nished in advance of any action by this association as 
representing the judgment of the majority of its mem- 
bers, but the opinion of the committee so furnished shall 
not be considered in any manner as representing the 
opinion of this association.” 

The standards which had been approved by the 
standards committee and the 1914 convention were ap- 
proved as follows: 

Specification for rubber-insulated wire and cable for 
power distribution purposes. 

Specification for round and grooved high-conductivity 
trolley wire. This is to supersede the specification for 
No. 00 hard-drawn copper trolley wire adopted as 
standards in 1911 and shown as Section Dw 3a in the 
Engineering Manual. 

Specification for galvanizing or sherardizing on iron 
and steel. This is to supersede the specification for gal- 
vanizing on iron and steel adopted as standard in 1912 
and shown as Section Df 2a in the Engineering Manual. 

Copper wire tables. These are to supersede those 
adopted in 1912 and conform to the United States 
bureau of standards’ new tables as issued in second edi- 
tion of Bulletin No. 31 under date of Jan. 1, 1913. 

Wire and cable terminology, amended definitions for 
“wire” and “concentric lay cable.” 

Specification for 600-volt, d.c. overhead trolley con- 
struction. Sections 51, 54 and 61 amended, covering 
“snans—installation on tangents”; “trolley wire—sag” ; 
“curves—dressing,” respectively. 


Specification for solid wrought carbon-steel wheels 
for electric railway service. 

Recommendations for specification for air-brake 
hose, and the diagram of clearances for overhead work- 
ing conductors were also approved. 

The special membership committee made a tentative 
progress report and received permission to present its 
final report at the executive committee meeting to be 
held in connection with the mid-year meeting. 

The committees on the annual dinner and the mid- 
year conference made a progress report in regard to 
their work. The list of topics and speakers will be an- 
nounced shortly. 

The decision was reached to continue the association 
subscription to the Hooper-Holmes accident informa- 
tion service. (See ELECTRIC RAILWAY JOURNAL for 
Nov. 14, page 1104.) 

Preliminary consideration was next given to the San 
Francisco convention which will be held from Oct. 4 
to 8, 1915. 

The executive committee also discussed the Inter- 
state Commerce Commission order regarding equip- 
ment depreciation and the hearing which is to be held 
by the same body at the request. of the railway associa- 
tion in Washington on Dec. 18. This hearing is to con- 
sider the question of the jurisdiction of the commission 
over purely urban electric lines in the reporting of 
accidents. The executive committee invites the at- 
tendance of interested parties to supplement the asso- 
ciation representation. 

It is President Allen’s intention to call at least four 
meetings of the executivee committee during the year. 
of which the January meeting will be third. 


MEETING OF COMMITTEES ON SUBJECTS AND 
MID-YEAR DINNER 


A joint meeting of the above committee was held on 
Dec. 2. Those in attendance were Charles L. Henry, 
Indianapolis, Ind., R. E. Danforth, Newark, N. J., H. C. 
Clark, New York, C. S. Mitchell, Indianapolis, Ind., L. 
P. Crecelius, Cleveland, Ohio, and William Tichenor, 
Pittsburgh, Pa.; of the dinner committee, J. H. Hanna, 
Washington, D. C., W. F. Ham, Washington, D. C., C. 
C..Pierce, Boston, Mass., S. K. Colby, Baltimore, Md., 
Bertram Berry, New York, H. G. McConnaughy, New 
York, and E. B. Burritt, New York. The committees 
considered the details of the arrangements as reported 
by Mr. MeConnaughy, made up a tentative list of promi- 
nent Washingtonians to be invited to the dinner and 
considered the visit to be made to the White House. 


PUBLIC SERVICE RAILWAY COMPANY SECTION 


As announced in the issue of the ELECTRIC RAILWAY 
JOURNAL for Nov. 21, page 1165, an important feature 
of the meeting held in Newark on Nov. 19 was a talk 
by R. E. Danforth, general manager, outlining the plans 
for the coming year. He stated, in substance, as fol- 
lows: 

“The time has arrived to furnish members of this 
company section with accurate information concern- 
ing the various items of cost which enter into the con- 
struction, maintenance and operation of street railways 
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in order that the members may be intelligently in- 
formed upon the subject of the business in which they 
are engaged. Men engaged in electric railway work 
have troubles peculiar to this particular line. We get 
considerable satisfaction, however, in meeting these 
troubles as they arise and overcoming them. Those in 
the claim department know that if there were no acci- 
dents there would be no claim department, and similarly 
if equipment needed neither repairs nor inspection, 
there would be no mechanical department. Therefore 
not all of the troubles are such as dishearten us. We 
realize that many of these troubles are expensive, and 
that it is our duty to decrease not only the expense but 
the troubles, thus making life easier for us, and to in- 
crease the company’s profits, with resulting credit to 
ourselves and the chief executive. However, as we are 
always in the people’s eye, so to speak, and our every act 
is criticised, we may take satisfaction in the fact that 
these criticisms by the public are growing rapidly less. 
This is because there is less to criticise and as a re- 
sult we stand better to-day before the public than we 
did a few years ago and our fair-minded citizens speak 
highly of the class of service we are giving. 

“It is in order that we may improve in our work in- 
dividually, and in the results collectively, that we should 
be thoroughly posted on the elements and problems 
entering into the operation of our system. If each em- 
ployee knows why things are done in a certain way and 
what is the cost of so doing, such knowledge will aid in 
the performance of his share of the work. 

“In the coming year’s section work it is proposed to 
take up, in due order, the elements which enter into the 
cost of a railroad; its value, the cost of operating and 
maintaining a property, what it would cost to run ad- 
ditional trippers during the rush hours, the distance a 
passenger may profitably be carried for 5 cents, etc. 
A thorough analysis of the costs entering into the vari- 
ous departmental expenses of construction, operation 
and maintenance will also be made. These discussions 
will be opened by members expert in the particular 
branch of the business under discussion at each meet- 
ing. Brief talks will be given by the management on 
phases of the subject not usually covered in papers pre- 
sented at meetings of this character.” 


COMING COMMITTEE MEETINGS 


The joint committee of the Engineering and Trans- 
portation & Traffic Associations on block signals for 
electric railways will meet in Newark on Dec. 10. 

The national joint committee on overhead and under- 
ground line construction (formerly the joint committee 
on overhead crossings) will meet at 29 West Thirty- 
ninth Street, New York, on Dec. 16. 


MEETING OF THE WASHINGTON RAILWAY & 
ELECTRIC COMPANY SECTION 


The regular meeting of Company Section No. 4 was 
held on Noy. 28, in accordance with the custom of hold- 
ing the meetings on the fourth Monday of each month. 
The program consisted of an address by George P. 
Hoover, one of the company’s attorneys, on “Accidents 
from the Standpoint of the Trial Attorney.” 
dress was followed by an informal discussion. James L. 
Wilmeth, chief clerk of the treasury department, de- 
scribed his trip abroad on the United States S. 8. Ten- 
nessee, in aid of American refugees in Europe. The 
more serious parts of the program were interspersed 
with vocal and intsrumental music. 


DENVER TRAMWAY COMPANY SECTION 


Supplementing the preliminary account of the meet- 
ing of Nov. 19, Secretary H. G. Mundhenk reports fur- 
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ther as follows: In the talk of Vice-President John A. 
Beeler the speaker endeavored to apply the lessons of 
the Atlantic City convention to local conditions and 
urged the necessity for study, by all, of the reports of 
the meetings. He called attention to the undercurrent 
of determination on the part of electric railway execu- 
tives to find sources of economy to offset the general 
falling off in receipts. He also compared the equip- 
ment and operating methods of the local company with 
those of other properties visited en route to and from 
the convention. Other speakers, representing different 
departments, followed Mr. Beeler’s lead. 


Railway Statistics for 1912 


The division of statistics of the Interstate Com- 
merce Commission has just issued its twenty-fifth an- 
nual report dealing with statistics of steam railroads 
in the United States for the year ended June 30, 1912. 
Besides detailed reports for separate groups of com- 
panies there are summaries showing the classification 
of railways, mileage, equipment; number, territory and 
compensation of employees; capitalization, traffic sta- 
tistics, earnings and investments in road and equip- 
ment. On June 30, 1912, forty-four railroads operat- 
ing 9785.83 miles were in the hands of receivers. The 
total mileage operated (all tracks) as of this date was 
371,237.92, an increase of 8413.43 miles for the year. 
There was very little difference between the propor- 
tionate increase in equipment and in length of road. 
The total railway capital as of June 30 was $19,752,- 
536,264, an increase of $543,601,183 as compared with - 
the previous year. Of this increase $391,917,973 was in 
the various classes of funded debt and $151,683,210 in 
stock. The stock increase was caused by a common 
stock increase of $173,831,981 and a preferred stock — 
decrease of $22,148,771. The average rate on dividend- 
yielding stock decreased 0.86 per cent as compared with 
the average of 1911. 

The average receipts per passenger per mile were 
1.987 cents, the corresponding figure for the previous 
year being 1.974 cents. Although this was a slight in- 
crease, the length of the average journey per passenger 
and the average receipts per passenger showed a slight 
decrease. The average receipts per ton per mile were 
0.744 cent, which amount is smaller than the correspond- 
ing average for any year during the preceding decade. 
Railroad operating revenues increased $52,933,713 and 
operating expenses $57,361,771, resulting in a decrease 
of $4,428,058 in net operating revenue. The total net 
revenue from operation decreased $5,164,517. Taxes 
increased nearly 11 per cent, while the dividends de- 
clared from current income, as well as additions, better- 
ments, new lines and extensions charged to income, de- 
creased and appropriations to reserves increased. The 
net decrease in this group of items was $31,389,943. 
The balance to the credit of profit and loss decreased 
from $170,212,186 in 1911 to $110,310,963 in 1912. The 
increased investment in road and equipment during the 
year amounted to $392,366,121. 


The Society for Electrical Development has an- 
nounced the eight successful contestants in its recent 
prize story competition. The first prize of $250 was 
awarded to Roscoe E. Scott, Nela Park, Cleveland, with 
the National Lamp Works of the General Electric Com- 
pany. In reaching a decision on the seventh and eighth 
prizes there were some stories which in the opinion of 
the judges were so nearly equal in merit that five sup- 
plementary “honorable mention” prizes of $5 each were 
awarded. The stories were submitted under fictitious 
names and the envelopes in which the names and ad- 
dresses were contained were not opened until after the 
awards had been decided upon. ’ 
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Omaha Coupler with Air and Electrical 
Connections for Trailer Service 


BY T. E. WOOD, MASTER MECHANIC OMAHA & COUNCIL 
BLUFFS STREET RAILWAY 


Speed in making up trains for rush-hour trailer serv- 
ice is very desirable because every minute counts. On 
the Omaha & Council Bluffs Street Railway this end 


OMAHA COUPLER WITH AIR AND ELECTRICAL CONNECTIONS 
FOR TRAILER 


kas been attained by certain additions to the Tomlin- 
son radial coupler, which in its purchased form already 
embodied attachments for automatic air brakes. These 
additions per coupler comprise two curved blocks of 
paraffined wood, 914 in. high, 2%4 in. wide and 5 in. 
deep, the blocks being bolted to the right and left sides 
of the coupler proper. One block is fitted with a pair 
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of rigid pins while the other has a pair of sockets 
fitted with spring contacts. A connection box under 
the trailer is provided to join up the drawbar connec- 
tions, which are as follows: Trolley, door signal, buzzer, 
signal bell. No. 10 wire is used in the power circuit to 
the trailer and No. 14 wire in the other circuits. In 
coupling cars all connections are made in one opera- 
tion, with the exception of opening the air cocks on the 
two cars and closing the knife switch in the motor- 
man’s vestibule. 


A Wheel Press for Pressing Pantograph 
Shoes and Testing Springs and Hose 


BY R. R. POTTER, SUPERINTENDENT OF EQUIPMENT NEW 
YORK, WESTCHESTER & BOSTON RAILWAY 


The diverse uses to which a shop tool may be put to 
advantage’ in case of necessity may be exemplified by 
the following description of the work that is done by a 
wheel press in-a-modern railway shop. The press has a 
capacity.of 400 tons, the pressure being obtained from a 
triple-plunger pump that is driven by a 5-hp motor. 
The pump plungers are of different sizes so that the 
ram may be moved quickly under a comparatively low 
pressure by the two large pump plungers, or compara- 
tively slowly under high pressure by the small plunger. 
Ordinarily all three plungers are used, and the two 
larger pump cylinders are cut out when the pressure 
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begins to rise rapidly. Each cylinder is fitted with a 
safety valve so that*there is no danger from excessive 
pressure. 

In addition to the regular work of removing and re- 
placing wheels and gears, the next most important work 
accomplished is the pressing of steel pantograph trolley 
shoes. These shoes are 1/16 in. thick, 6 in. wide and 


4 ft. long. A force of 100 tons is required in this 


WHEEL PRESS USED FOR HYDROSTATIC TEST FOR THE AIR 
HOSE SHOWN ON BEDPLATE 


process and as it is important to have this force 
exact, the safety valve is set to give 100 tons total 
force, and the pressure is raised until the safety 
valve blows off. ‘By this means about seventy shoes 
can be pressed per hour. 

The press is also used for testing and lubricating 
truck springs. For this work a steam gage is used in 
place of the regular hydraulic gage, which registers 
only the very heavy pressures and is not suited for com- 
paratively low pressures. With the aid of the low-read- 
ing gage the capacity of a spring, when compressed by 
the ram, is readily obtained, and while the results may 
not be absolutely accurate, the readings are close enough 
for practical purposes. Such comparative readings of the 
loads and deflections of various springs are very valu- 
able. The leaves of all elliptic springs for cars in the 
shop are thoroughly lubricated by compressing and re- 
leasing them a few times and at the same time supply- 
ing the surface with an abundance of oil. The easy 
riding qualities of a spring after this treatment, as com- 
pared with one which has become dry, is remarkable. 
In fact, a spring that has become dry shows practically 
no working or movement of the spring leaves upon each 
other on account of the great amount of friction. Where 
car springs do not work easily, heavy and injurious 
strains are undoubtedly transmitted to the truck and 
car body and the slight expense of lubrication is paid 
for many times in the saving of wear to trucks alone. 

Still another use to which the press has been put is 
the testing of hose or pipe to determine the bursting 
pressure. For low pressures the usual hydraulic gage 
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then allowed to come solid against the yoke. 


‘ 


4x EVOL: RULV NO eon 
is replaced by the low-reading steam gage, and the pipe 
or hose that is to be tested is connected to a pipe leading 
from the pump to the cylinder of the press. The ram is 
By this 
method pressures up to 6000 lb. per square inch can 
easily be obtained. The press has also been used in the 
same manner to obtain the tensile strength of chain, 
rods, etc. In one instance trouble was experienced by 
the breaking of a certain type of chain. Samples of 


chain of this size were therefore obtained from various 
manufacturers, and upon testing in the press one of 
these was found to answer the purpose for which it was 


intended much better than the others, and at the same 


time was much stronger, the comparative readings be- 


ing 9240 lb. for the new as against 3960 lb. for the old. 


In consequence, the former was adopted to replace the 


original chain throughout. 


Safe Sand Blasting from An Operating 
Booth 
BY R. H. PARSONS, ELECTRICAL FOREMAN 


Generally speaking, there are two kinds of sand- 
blasting outfits, one portable, when it is necessary to 
carry the outfit to the work as for sanding the sides 
of a car, and the other stationary, when the work can 
be carried to the outfit. 

The usual custom in sand blasting is to protect the 
operator by a hood over the head and by gloves. This 
combination is awkward and does not permit fast and 
good work. In the scheme herewith illustrated the 
operator is not embarrassed by hot and heavy head 
gear to interfere with his breathing and sight, and yet 
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FIG. I—WORKMAN STANDING IN SANDING BOOTH 


his sand-blasting attachments are most accessible. In 
brief, the scheme is to use a comfortable booth wherein 
the operator can stand while his work, the sand and 
the dust are on the outside. 


Fig. 1 illustrates a booth 6 ft. square and 7 ft. high, © 


inside a room about 12 ft. square and separated by 
floor to ceiling partitions from the other part of the 
building. Both the booth and the outer room are built 
practically airtight. 
the outer room for the sand and the work form in 
themselves a plant which neither interferes with or 


if 


The booth for the operator and ~ 
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suffers interference from the rest of the shop. The 
booth is built with a bay window at a height which 
permits the operator, when standing, to look at the 
work through a removable pane of glass. To reach 
and handle the work the operator puts his arms through 
the wall of the booth into long and roomy canvas 
sleeves. One end of each sleeve is permanently fast- 
ened to the booth, while the outer end is strapped to 
the wrists of the operator. 

The sand blast is directly in front of this bay win- 
dow. As the hopper is just above this blast a clear, 
straight, non-clogging path is presented for the sand. 
A sliding damper in the pipe between the hopper and 
the blast nozzle is used to control the passage of 
the sand. This damper is within easy reach of the 
operator. A number of iron supports, located outside 
the booth as shown, are provided for placing the work 
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FIG. 2—END VIEW OF SAND BLASTING EQUIPMENT 


when not in the operator’s hand. The air valve, shown 
in Fig. 2, is also easily reached by the sleeved arms of 
the operator. For additional convenience an air gage is 
placed inside the booth so that the operator can keep 
watch of the pressure. 

A hook, attached to a rope which passes over two 
pulleys and fitted with a weight on the other end is 
suspended near the nozzle. This helps to support heavy 

arts. 
i The booth is ventilated by two small blowers. The 
one shown in the left-hand corner of Fig. 1 draws 
fresh air from the outside of the main room directly 
into the booth; the other at the top of the booth has 
two functions, one being to draw the foul air out of 
the booth and the other to blow the sand-blast dust 
out of a window directly opposite. These fans keep 
both the booth and the outer room fresh and clear. 

A sheet-metal chute under the blasting nozzle allows 
the sand, after it has been used, to run into one corner 
of the sand room. Thenee it is taken up on the belt 
conveyor illustrated in Figs. 1 and 2 to a chute which 
dumps the sand again into the hopper. The motor for 
this conveyor is located at a dust-free point outside 
of the sand room. The blower motors and the switches 
for the conveyor motor are inside the booth. 

As shown in Fig. 2; the sand blast itself is made up 
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in the usual manner, consisting of a pipe T for 214-in. 
pipe at the top and for 1-in. at the air intake and sand 
outlet. The top of the T is connected to the pipe from 
the sand hopper. The air is brought in through a pipe 
in the side, the pipe being reduced to 14 in. and bent 
downward, with a very small hole in the end. The 
damper previously mentioned is above the T, and a 
nipple which conveys the sand forced by the air to the 
work is screwed into the bottom. This nipple is about 
10 in. long and is the only part which wears out but is 
easily replaced. _ 

The operator takes all the work he can do for two 
or three hours and sets out the pieces on the iron-bar 
supports, closes the door of the outside room, and then 
enters the booth and closes the door. Upon this he 
throws in the switch to start the blower motors and 
places his arms into the canvas sleeves, strapping up 
each wrist with the other hand. Next he starts the 
sand and air control, within easy reach of his hands, 
and after regulating both to the desired degree of 
blast he is ready to labor. 
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FIG. 3—SIDE VIEW OF SAND BLASTING EQUIPMENT 


Upon completing his first stint, the operator leaves 
the booth, removes the pieces finished and brings in 
more. At this time he starts the conveyor motor so 
that by the time he is ready to resume work all the 
sand has been returned to the hopper ready for reuse. 

Sand-blasting glass and cleaning iron are old uses 
for such an outfit, but the many new kinds of work 
which can be done make it a very good investment for 
the small outlay necessary. For example, controller 
connection boards removed from the frame are nicely 
cleaned without disconnecting the wires or removing 
the terminals or screws, for although the blast cleans 
the metal and wood it does not touch the insulation of 
the wires. Controller cylinders can be perfectly cleaned 
without removing the plates. Commutators can be 
cleaned more easily and thoroughly than by the old 
method of scraping. Controller arc deflectors are made 
as clean as new in about ten minutes. Controller tops, 
water collars, etc., also can be cleaned in this manner, 
although they are usually dipped in acid. 

Thus by taking a little pains we have succeeded in 
making easy and comfortable a class of work that has 
hitherto been so disagreeable to the operator and so 
dangerous to his health as to make it almost impos- 
sible to get reliable men, who now, under favorable 
conditions, are able to do better work. 
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Equipment Defects—Control Apparatus 
and Connections—IV 
BY C. W. SQUIER, E.E. 


The Bridging Method of Transition.—This method is 
quite different from the “open circuit” and “short- 
circuited motor” methods, in that the current is not 
shut off from the motors at any time during transition 
nor is either motor subjected to any sudden rise in 
voltage like that which takes place in the “short-cir- 
cuited motor” method. The connections for bridging 
control are illustrated in Fig. 10. First, the motors 
are arranged in series with each other and with the 
regulating resistance, which consists of six groups and 


No.1 Motor 


No.2 Motor 
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FIG. 10—CIRCUIT DIAGRAM FOR BRIDGING TYPE CONTROL 


is divided into two parts. In operation the control first 
cuts out the resistance progressively, as shown by the 
numbers of the different short-circuiting switches. The 
motors will then be operating in series directly across 
the line. The resistance is next connected in parallel 
with the motors, and as it is divided into two parts with 
the connection between the parts connected between the 
motors, it follows that there will be the same drop in 
voltage across each portion as there is across each mo- 
tor, namely, half the line voltage. .The connection be- 
tween the motors may then be broken provided the re- 
sistance connections are not changed. The operation 
of the different switches and the resulting connections 
are as follows: 

Starting from trolley with contacts 1 and 2 closed 
both motors are placed in series with all the resistance 
in the circuit. Contacts 3, 4, 5, 6, 7 and 8 are then 
closed consecutively, thus cutting out all the resistance. 
The contacts 9 are then closed, which short-circuits all 
resistance with their respective contacts. This is the 
“full series” position of the control and the motors are 
connected in series across the line with all external re- 
sistance cut out. After the contacts 9 have been closed, 
the contacts 2, 3, 4, 5, 6, 7 and 8 can be opened without 
changing the circuit, as these have all been short-cir- 
cuited by the closing of contacts 9. Contacts 10 and 
11 are next closed and there is established a circuit 
from trolley through all the resistance to ground, by 
way of the contacts 10, 9 and 11. We thus have two 
circuits through the contacts 9 in opposite directions 
and current will flow only in the direction of the cir- 
euit which has the greater amount of current. If the 
current in the two circuits is equal, there will be no 
current through these contacts at all, and they may be 
opened without causing any change of current in the 
motor circuits. The opening of the contacts 9 is then 
the next step in the transition and we have the motors 
connected in parallel with a section of the resistance in 
series with each motor. This regulating resistance may 
then be cut out by closing the resistance contacts as 
before until the motors are operating in parallel across 
the line without resistance. Thus the motors have been 
started in series with the resistance and brought up 
to full parallel without any greater change of impressed 
voltage than that derived from cutting out the various 
steps of resistance. 
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Fig. 11 shows a simplified diagram for the K-35-C " 
controller. This controller uses the bridging method 
of transition from series to parallel and is used with 
four-motor equipments with two motors connected per- 
manently in parallel. The controller provides five series 
and three parallel points and uses five groups of series 
resistance divided into two parts. However, the first 
point is intended to be used as a high resistance point 
for slow movement. 

In all the diagrams except Fig. 11 used to illustrate 
the methods of changing the motors from series to 
parallel only two motors have been shown, but the 
various methods apply in like manner for the operation 
of four motors with the three combinations of four in 
series; two in series, two in parallel; and four in par- 
allel. 


THE JONES SYSTEM OF CONTROL 


An interesting method of grouping four motors has 
been developed by P. N. Jones, general manager Pitts- 
burgh Railways, as fully described in the ELECTRIC 
RAILWAY JOURNAL of April 11, 1914. The principal 
features are the elimination of regulating resistance on 
all points of the controller except the first, and the 
interruption of the circuit through some of the motors 
so that in accelerating, all of the motors except No. 4 


‘have periods when they are not connected in circuit. 


At such times the car is propelled by the remaining 
motors. The changes from one combination to the next 
are brought about by means of the “short-circuited” 
motor method of transition, and the combinations of the 
motors when all of them are receiving power are four 
in series; two in series, two in parallel; and four in 
parallel. ; 

By arranging the circuits so that external resistance 
is used only on the first point of the control, the re- 
sistance losses are cut down very materially. This say- 
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FIG. 11—SIMPLIFIED DIAGRAM OF K-35-C CONTROLLER 


ing in energy is accomplished, however, by a sacrifice 
in the uniformity of the voltage steps that are applied 
to the motors. Thus with a line voltage of 600, in pass- 
ing from the second to the third point the voltage on 
motors Nos. 3 and 4 is increased from 150 to 300; in 
passing from the fourth to the fifth point the voltage 
on No. 1 motor is increased from 300 to 600, and in 
passing from the fifth to the sixth point the voltage 
on No. 4 motor is increased from 300 to 600. While 
the specially designed “baby” motors used with this 
equipment may permit this doubling in the applied volt- 
age at one step, still such an increase could not safely 
ae considered with motors having the usual character- 
istics. ” 


direction for the reverse movement. 
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CONNECTIONS FOR REVERSING 


With all equipments used for car operation it is neces- 
sary to arrange the control for changing the direction 
of rotation of the armatures in the motors. In hand- 
operated controllers the most common arrangement is 
that of a separate drum carrying the necessary con- 
tacts for reversing and operated by a separate handle. 
Some rheostatic controllers have the reversing contacts 
on the main drum, and the handle is moved in one di- 
rection for the forward movement and in the opposite 
However, when 
series-parallel operation is desired the latter arrange- 
ment makes the drum too large, as but half of the drum 
is available for the resistance and series-parallel con- 
tacts in each direction. 

In multiple-unit equipments a separate reverser is 
usually employed, but in some types of control sepa- 
rate electrically-operated switches are used to give the 
necessary circuit combinations. 

_ The direction of rotation of a railway motor arma- 
ture may be changed by reversing the connections of 
the armature with respect to the field, or by reversing 
the field connections with respect to those of the arma- 
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FIGS. 12 AND 183—REVERSER CONNECTIONS FOR TWO-MOTOR 
EQUIPMENT 


ture. In the first designs of controllers the practice 
was to reverse the armature connections, but since com- 
mutating-pole motors have come into general use, the 
best practice is to.reverse the field connections because 
the commutating field is connected in series with the 
armature. ; 

If the connections of the armature are reversed 
the commutating-pole fields will be connected first on 
one side and then on the other side of the armature. 
In the case of commutating-pole motors, therefore, the 
reversal of the fields with respect to the armatures has 
the advantage of securing minimum insulation strains 
upon the commutating-pole coils by keeping them on the 
ground side of the armature at all times. 

The usual connections for a two-motor reverser are 
shown in Figs. 12 and 13. Fig. 12 shows the necessary 
contacts and connections for reversing the fields when 
they are connected on the ground side of the armature. 
Where it is desired to operate with the armatures on 
the ground side, the contacts are the same but the con- 
nections should be arranged as in Fig. 13. It will be 
seen by a comparison of these two diagrams that the 
only change necessary is in the armature connections, 
the fields remaining with the same connections in both 
cases. Equipments that are connected so as to reverse 
the armature connections can be changed without great 
expense to reverse the fields instead, as it is necessary 
to change only the connections from the motors to the 
controller. No change is required in the reverse drum 


- itself. 


ELECTRIC RAILWAY JOURNAL 


1261 


Costs of Electric Shovel Work at Cleveland 


In building its Seventy-ninth Street line the Cleve- 
land Railway had to do much excavation, for which it 
employed the electrically-driven Thew automatic shovel 
illustrated herewith. This shovel is of the horizontal 
crowding motion type and has several other features 
of interest. It weighs 13 tons, has a dipper with a 
capacity of 5g cu. yd. and a clearance height over the 
house of 12 ft. 2 in. It is mounted on regular railway 
car wheels and in addition is equipped with a set of 
auxiliary traction wheels, 33 in. in diameter and 15 in. 
tread, which permits it to run under its own power 
over the ground, pavement or wherever else it is de- 
sired to take it. 

The horizontal dipper crowding motion utilized is 
particularly adapted to electric drive because of the ease 
of control and power demands. In excavating material 
with a shovel it is necessary first to crowd the dipper 
forward into the material, then to hoist it upward 


ELECTRICALLY-OPERATED SHOVEL USED AT CLEVELAND 


through the material. In this case, the first motion is 
made horizontally and is obtained as follows: 

The dipper is suspended by an adjustable arm, hinged 
to a carriage or trolley moving horizontally along a 
suitable trackway. This permits the shifting of the 
point of rotation for the dipper, so that the hoisting 
force is at all times exerted in the most effective man- 
ner, while the crowding force is applied horizontally. 
The combination of the horizontal trackway and the 
boom channels produces a structure braced and rein- 
forced to withstand the severe strains which the boom 
is called upon to endure. 

The trolley motion is controlled by a lever. This 
lever is further connected to a trip rod which is oper- 
ated automatically when the trolley reaches the limit 
of its motion in either direction. The crowding motion 
enables this type of shovel to be advantageously em- 
ployed for very shallow excavating operations. 

The entire motive power for traction, hoisting and 
swinging consists of one 20-hp Westinghouse compound- 
wound 550-volt d.c. motor with a starting and reversing 
control equipment. The motor operates at approxi- 
mately constant speed, the various motions being con- 
trolled through suitable friction and gears. The cur- 
rent is usually admitted to the shovel through a flexible 
insulated cable connected to a switch on the truck frame 
and transmitted through copper rings to brushes sus- 
pended from the swinging turntable. 
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The use of one metor appears to be a particularly de- 
sirable feature for reducing the initial cost and afford- 
ing greater flexibility of action in the frequent re- 
versals of the various operating motions; it also means 
the operation of three levers instead of three separate 
controllers, and a gain in time over starting and stop- 
ping three separate motors. It is distinctly a one-man 
machine. 

The boom is of the jack-knife type with an adjust- 
able section that can easily be lowered, allowing the 
shovel to pass under the trolley wire without interfering 
in any way with the efficiency of its operation. The 
shovel swings through a complete circle, delivering the 
excavated material at any desired point. A buffer is 
furnished to take up the shock that occurs when the 
shovel strikes a hard piece of excavation. This allows 
the shovel to be released and relieves the whole machine 
from the strain to which it would otherwise be sub- 
jected. The cab is cut away to allow plenty of room for 
passing cars, a feature of particular importance in 
street railway work. 

The following data, obtained through the courtesy 
of J. J. Stanley, president, and C. H. Clark, engineer 
maintenance of way, Cleveland Railway, show the cost 
of a typical operation for a ten-hour day. 


Loading 
Shovel man -at: 40) cents.aa hour’ £%,.:5 9-1 el <li ele ee $4.00 
Four, laborers at +24 .eents am) Dour an see ciete «er aniee ere ee 8.40 
Current, oil, -Trepaits ete). oo eies biotsioce eles aan ene ee eee a250 
Loading Cost ‘aAnday:..\vr fers awsheie Sees setae ere eine ee $13.90 
Hauling 

RMour meén«at 26 cents an Nous. =r scm chee eerie eens $10.40 
Four’ men. atvilo cents an shor’. 2% cu ess wishes ete aioens oaeret .60 
Two men at -3O cents an NOuUrs ov. Sidec cseciem are euoieletater ieee ren 6.00 
Efauting.” Cost aly day, ockNsig aie Sauvie see an thee ne eter eee $24.00 
One foreman -at.30\ Gents. an hourens..tee ce eee elie eens $3.00 
Six Jaborers-at 20 cents! an hours. fas ate see wees oe eter 12.00 
Dumping cost’ a. Gay... 22% acters eee din eit eee eee $15.00 

Cubie- yards doaded tin ten, hours; ) May <8 09.4 ee oreteta siete sates 540 
Cost of loading’ perticubic) yard = hese anreeacisie o suleteecteneene 2.6 cents 
Cost of Hauling” perveubic yard... 5 ccc ciete is cleat rae ae cay 4.4 cents 
Cost of dumpine. per cubic: yardicincs clereiscls cietes eta sierere ns 2.8 cents 
Cost*of loading “hauling and dumping. .cn. saree ieece 9.8 cents 
Lineal feet excavated. on this. Work... o's 0 - sins © cals sevenaions 2700 
Number ‘of ten-hour shifts operated es 2.00. csi ucla crnveree ete 12 
Lineal feet excavated per ten-hour shift..................2.. 225 
Cubic yards loaded (place measure, per ten-hour shift)...... 450 
Average loading cost 450 yds. at 3 cents per cubic yard....$13.90 


Average hauling cost 450 yds. at 51% cents per cubic yard. $24.00 
Average dumping cost 450 yds. at 34% cents per cubic yard. .$15.00 


Average loading, hauling and dumping cost per cubic yard, 


11%, cents 
Length of haul—approximately 6 miles. 
Average horse-power used in moving shovel................ 15.0 
Maximum horse-power used in moving shovel............-... 20.2 
Average horse-power used in operating shovel............... SBE ¢ 


Maximum horse-power used in operating shovel............. 43.6 


The shovel was built by the Thew Automatic Shovel 
Company, Lorain, Ohio, and the electrical equipment by 
the Westinghouse Electric & Manufacturing Company, 
East Pittsburgh, Pa. 


The returns for September show that the registered 
exports of British and Irish electrical goods for the 
month amounted to £287,751, which was a satisfactory 
increase over the total of £238,621 reported for August. 
The total imports for September amounted to £111,174, 
which also represented a comparatively large increase 
when judged by the August imports of £87,031. While 
machinery exports remained practically stationary dur- 
ing September, considerable improvement was shown in 
almost every other export section. The largest exports 
were as follows: India, £50,354; Argentina, £31,254; 
New South Wales, £31,037, and Victoria, £26,441. Ex- 
ports to Brazil amounted to £5,378; British West In- 
dies and British Guiana, £4,615; Peru and Uruguay, 
£1,423, and Chile, £1,320. 
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Combination Fare Registers for Coins, 
Metal Tickets and Transfers 


A single self-contained unit which registers coins, 
metal tickets and transfers has been perfected by the 
International Register Company, Chicago, Ill. Mini- 
mum effort on the part of the conductor is required in 
the operation of this device. In addition to the cash 
fare and transfer registers, it embodies a mechanism 
for separately and automatically registering metal 
tickets on a ticket-fare register,‘as illustrated. The 
metal tickets are deposited in the same hopper as the 
coins and are counted by the operation of the same 
crank that counts the coins. The transfer register is 
operated by a cord within convenient reach of the con- 
ductor. The machine is also adapted to single-end and 
center-entrance prepayment cars. 

Another new type of registering fare box which does 
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TWO COMBINATION FARE REGISTERS 


not embody the metal ticket register is also shown, the 
transfer register in this case being placed upon the top 
of the coin register. The latter is of the standard Inter- 
national type. Simply by turning a crank it will regis- 
ter in dollars and cents the total amount of all cash 
fares, the large figures on the two registers showing 
the number of passengers on each half trip. 

The desirability of having a registration for each 
passenger that enters a car is now generally admitted. 
These machines go a step farther in combining in one 
mechanism functions which have hitherto required sep- 
arate machines. The registration of metal tickets me- 
chanically is not new, but the automatic operation of a 
complete ticket-fare register in an elevated position so 
it can be seen from any part of the car is asserted to be 
novel. The advantage of combining all these functions 
into one compact device, that is quick in action and easy 
to operate, is apparent. 
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Reinforced Concrete Poles for Railways 


Reinforced concrete poles for all classes of service 
are now being manufactured by the Great Lakes Dredge 
& Dock Company at its plant in Cleveland, Ohio. Dur- 
ing the past several years this company has built thou- 
sands of reinforced concrete piles but recently the plant 
has been extended to include trolley, transmission and 
telephone poles. A large number of this company’s rein- 

‘forced concrete poles are now in use along the lines of 
the Cleveland Railway. During a severe storm in the 
winter of 1913 and 1914,. when a great number of 
wooden poles at Cleveland gave way under the strain, 
these reinforced concrete poles came through the storm 
intact. The general dimensions, disposition of rein- 
forcement and section of the poles used by the Cleve- 
land Railway are shown in an accompanying drawing. 

To produce these reinforced concrete poles a special 
process of manufacture is employed. The steel rein- 
forcing forms are built and anchored firmly in metal 
forms in their correct position. The forms are then 
hoisted to a vertical position against the pouring tower, 
and the concrete is poured in directly from buckets 
which are elevated from a mixer. The drop of this 
concrete mixture into the mold insures perfect solidity 
and a compact column around the reinforcing rods. 
When the forms are filled they are placed in the hori- 
zontal position until the concrete has set sufficiently to 
allow the mold to be removed. 

To accomplish first-class results in the manufacture 
of concrete poles and piling, the method of curing was 
considered of prime importance. During the warm 
summer months these poles are left in the open to dry 
by natural heat and absorption. During the cold 
months, however, to prevent freezing, the poles are 
placed in curing beds where an even temperature is 
maintained by circulating steam around them until 
they are thoroughly seasoned. Further to insure these 
pole against imperfections and to determine whether 
they will develop their full strength, all poles are tested 
and inspected. 
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REINFORCED CONCRETE POLE IN CITY CARRYING TROLLEY 
AND FEEDERS 


In the accompanying illustrations are shown two types 
of concrete poles manufactured by this company, one 
employed in span wire construction and the other em- 
ployed in carrying feeder and power lines while also 
serving to support the trolley lines over double tracks. 
These are composed of one part cement and three parts 
sand and gravel which has been screened to reject all 
particles which will not pass through a 1-in. ring. 


REINFORCED CONCRETE POLES IN SPAN-WIRE CONSTRUCTION IN THE SUBURBS OF CLEVELAND, OHIO 
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Combination Fare Box and Recorder 


With the proved effectiveness of the registering fare 
box as a fare-getting and fare-handling device, a marked 
step forward has been made in fare register equipment 
and in efficiency in the system of fare collection and ac- 
counting. However, the straight cash fare box has no 
provisions for registering tickets, transfers or other 
kinds of paper fares, and in most cases where they are 
used it has been found necessary or desirable to use a 
fare register in addition to the fare box, to register tick- 
ets and transfers. While this arrangement is effective and 
really affords a double check on the fare registrations, 
it is nevertheless more or less cumbersome and too slow 
to be satisfactory for heavy traffic. 

To overcome this difficulty the Dayton Fare Recorder 
Company, Dayton, Ohio, is putting on the market the 
new “Dayton” fare box-recorder which combines in one 
device the registering fare box and multiple fare re- 


COMBINATION FARE BOX ALONE AND WITH TRIP-SHEET 
RECORD MECHANISM 


corder, including fare indicator and trip register at- 
tachment for certain types of cars. All cash fares are 
deposited in the fare box and are computed and regis- 
tered in the usual way. In addition to this all fares, 
including cash fares, are classified, indicated and regis- 
tered on the fare-recorder mechanism, thus giving a 
separate and distinct indication and registration for 
each fare collected, and providing a classified printed 
record which is immediately available at the end of each 
conductor’s period of work. The fares are classified and 
indicated by means of a small lever conveniently located 
on the recorder, and the registrations are made by oper- 
ating a treadle. The method is both rapid and positive 
and is proving very satisfactory under the most difficult 
conditions of operation. 

An important feature of the combination fare box- 
recorder is the form of printed record made of the fare 
registrations. The register readings for each trip are 
taken on a card, approximately 514 in. wide x 74% in. 
long, provided on both sides with blank forms for addi- 
tional traffic data to be filled in by the conductor. At 
the beginning of his work the conductor takes a zero 
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reading on the record card to indicate the condition of 
the register, and then prints the record of the fare regis- 
trations for each trip in the order in which the trips 
are made. At the end of the run the record shows in 
cumulative amounts the number of each kind of fare 
collected, the amount in dollars and cents of the fare 
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box registrations and the “Total Register’ readings. 
Thus by making two subtractions the itemized results 
of the fare collections are immediately and accurately 
determined. 

The inevitable errors in footings and extensions in 
conductors’ trip reports are entirely eliminated by this 
system of fare collection and recording, and the entire 
record is in the most convenient form for office handling, 
having all the advantages of the modern card system 
for checking and filing. 


The Federal Signal Company, Albany, N. Y., an- 
nounces that on Sunday, Nov. 15, the first section of 
its signal system on the Centre Street loop of the 
Brooklyn Rapid Transit System was placed in service. 
During the rush hours trains pass over this section on 
less than one-minute headway. It is stated that since ~ 
the installation there has not been a single failure or 
other interruption of traffic on the Brooklyn Rapid 
Transit lines due to the signal system. 
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LONDON LETTER 


Tramway Receipts and the War—Sheffield Power Changes— 
Bakerloo Extension 


(From Our Regular Correspondent) 


Since the outbreak of the war the receipts of the various 
tramways throughout. Great Britain have been more or less 
seriously affected. One of the greatest sufferers is Leeds, 
where the decrease for August and September was equal to 


‘6.14 per cent. In Manchester there was a decrease for the 


same period of 5 per cent, in Hull 3.92 per cent, in Birming- 
ham 3.55 per cent, in Cardiff 2.5 per cent, Nottingham 2.2 
per cent, Glasgow 1.11 per cent and Sheffield 0.8 per cent. 
On the other hand, increases are shown by Dublin of 26.57 
per cent, Newcastle 12.4 per cent and Bradford 1.70 per 
cent. Since mobilization men in military uniform in Leeds 
have been allowed to travel free on the trams. This privi- 
lege has been modified recently, and soldiers are now allowed 
to travel free only at certain hours of the day. The de- 
creases at Leeds are most marked on the routes serving the 
industrial areas. 

In the metropolitan area the increases are quite substan- 
tial, even with undertakings which previous to the war 
suffered very severely from motor omnibus competition. 
Many petrol motor buses have, however, been requisitioned 
by the war department. The number of passengers in the 
London district has seriously diminished, not only on sur- 
face traffic but also on the underground railways. The Lon- 
don County Council has necessarily felt a beneficial effect 


by the removal of the motor buses, though last year, previ- 


ous to the war, it had stopped the period of serious de- 
creases, and had managed by various changes in operation 
tc bring increases of nearly £2,000 a week. Since the war 
the increases average about £1,790 a week. No statistics 
are at present being published by the London General Omni- 
bus Company, as it has followed the example of the railways 
in ceasing to publish earnings since the beginning of August. 
The decreases are generally believed to be extremely severe 
on account of the many vehicles taken by the government. 

In order to maintain the normal standard of employment 
as far as possible during the war, the government has expe- 
dited the acceptance of the contract for the new post-office 
tube railway from Paddington post-office to the eastern dis- 
trist office, Whitechapel. The total length of the new rail- 
way is 6% miles, but the plans allow of future extension. 
Assurance has been given that the new railway will not run 
under Westminster Abbey or the Houses of Parliament. 
The trains will run in a 9-ft. tube, without motormen, under 
control from the various stations, of which there are to be 
six. The trains will run at a minimum speed of 25 m.p.h, 
whereas at present the mails are carried at 8 m.p.h. and 
parcels at 6 m.p.h., at stated intervals only. Parliament 
has sanctioned an initial expenditure of £1,100,000, but the 
total cost is estimated to be not more than £950,000. 

Important changes have been effected in connection with 
the electricity department of the Sheffield Corporation. 
Hitherto, the tramways department has generated power at 
its own station, quite distinct from the supply for commer- 
cial and lighting purposes generated at the corporation sta- 
tion. Both undertakings have now been brought under the 
control of the electricity department, which now possesses 
three power stations, with a total generating plant capacity 
of 35,150 kw. This outfit will be increased to 45,000 kw on 
the completion of the new plant now being installed at the 
Neepsend station. The amount of electrical energy gener- 
ated by the tramways department was more than 18,500,000 
units last year, so that the transfer will result in the 
Sheffield electrical undertaking becoming the fourth largest 
in the United Kingdom. 

At the annual meeting of the Stirling & Bridge of Allan 
Tramways, Ltd., the chairman referred to the working of 
the petrol-driven tramway car (the first of its kind in Scot- 
land), with which the company had been experimenting for 
about a year. This car, he said, had proved an unqualified 
success. It was the intention of the company to proceed 
with a provisional order to authorize the general substitution 
of mechanical traction for the present horse haulage when 
the Stirling Town Council entered into negotiations with the 
company regarding a proposal that the corporation take over 
the tramway system and electrify it. These negotiations 
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were postponed by reason of the outbreak of the war. Mean- 
while the company obtained permission to continue to ex- 
periment with the petrol tramcar for another year. The 
number of passengers carried on the St. Ninians section, 
where the new car was in constant use, increased by 24,300. 

The’ tramways manager and the chairman of the tram- 
ways committee of the Southampton Corporation have re- 
ported on their recent visits of inspection to various towns 
in which motor bus services are running, their object being 
to decide on the type of vehicle best suited to conditions in 
Southampton. In all, eight different concerns were visited. 
The two makes of vehicles of which they formed a very good 
opinion were the petrol cars of Thornycroft & Company and 
the Tilling-Stevens petrol-électric system. The Tilling- 
Stevens vehicle is very smooth in starting, and no sudden 
loads are placed on the engine. The drive is simple and 
does not call for the skill which the plain petrol vehicle de- 
mands. As the construction of the armature is almost 
identical with that for a tramway motor, no difficulty would 
be experienced in dealing with repairs by the existing tram- 
ways staff. The men reporting recommended that the tram- 
ways committee obtain quotations from Thornycroft & 
Company and W. A. Stevens, Ltd., for three 40-hp buses, 
fitted with single-deck bodies. 

The extension of the Bakerloo tube from its present ter- 
minus at Paddington to Queen’s Park, Willesden, will be 
opened for traffic about Jan. 1. Although the new line is 
only 1% miles in length, its completion marks an important 
development in the railway systems of London, for it will 
link up the underground railways with the London & North- 
western main line. The connection at Queen’s Park does not: 
form merely an exchange station, for the tube lines are 
brought to the surface and make a physical junction with 
the North-Western system. When the electrification of its 
suburban lines is completed, through electric trains will run 
trom the North-Western station at Watford to the Elephant, 
while if the proposal to extend the Bakerloo southwards to 
the Crystal Palace is carried out, through running to Wat- 
ford will be possible, a total distance of 30 miles. Stations 
built at Warwick Avenue, Elgin Avenue and Kilburn on the 
new line serve a densely populated area that hitherto has had 
to depend mainly upon motor omnibuses. The territory is 
thus put into direct communication with the London & 
North-Western mail line in one direction, and with Padding- 
ton, Charing Cross and Waterloo in the other. 

Several corporations have recently installed electric om- 
nibuses as feeders to their regular tramway services. “A 
few of these buses are in Brighton, Southend and South 
Shields. Various types of batteries are used. The York 
Corporation also has ordered four single-deck omnibuses. 

The draft agreement between the Stoke-on-Trent Cor- 
poration and the Potteries Electric Traction Company pro- 
peses that the corporation shall not exercise any of its pur- 
chase powers before the year 1940, in consideration for 
which the company will pay the corporation £2,000 a year 
for the next thirteen years and £3,000 a year after that until 
1940. The company also will undertake to double track 
certain lines and carry out a number of other improvements. 

The Brighton Town Council and the Hove Town Council 
have not yet agreed as to the system of railless traction 
which both Councils are desirous of having installed between 
the two towns. J. B. Hamilton, Leeds, asked to report for 
the Brighton Corporation, favors the under-running form of 


‘current collection, similar to the system in Leeds and Brad- 


ford, as opposed to the over-running or Mercedes-Stoll sys- 
tem which the Hove Council is desirous of installing. The 
Brighton committee has informed the Hove Corporation that 
it is unable to agree to adopt the over-running system, and 
that unless an agreement is reached to adopt the under- 
running system, application will be made to the Board of 
Trade to appoint an arbitrator. Mr. Hamilton also advised 
the Brighton committee that on the general question of the 
advantages of the railless traction system over a petrol 
traction system, there is a saving of 2d. per car-mile in favor 
of the railless traction system, amounting to £10,416 per 
annum on the estimated mileage to be run in Brighton and 
Hove. It is further pointed out that an increase in the cost 
of coal would not add to the cost of working the railless 
traction system in anything like the same proportion as an 
increase in the cost of petrol would add to the cost of work- 
ing a petrol traction system. A.C.S, 
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‘News of Electric Railways 


NEW YORK TRANSIT CONTRACTS 


More than 19,000 Men Employed on Contracts Involving 
widby 253,346—City Paying $2,000,000 a Month— 
Nineteen Contracts Unlet 


Reports showing progress on the new subway contracts 
of the dual system in New York made by the division en- 
gineers to Alfred Craven, chief engineer of the Public 
Service Commission of the First District, show that there 
are now 19,223 men employed by the several contractors 
for the city and the two companies, the Interborough Rapid 
Transit Company and the New York Municipal Railway 
Corporation. Of this total, 11,777 are employed on lines 
for operation by the Interborough Rapid Transit Company 
and 7446 on lines for operation by the New York Municipal 
Railway Corporation. Of the total, about 16,000 are em- 
ployed by contractors working for the city and about 3000 
by contractors working on elevated extensions, etc., for the 
two companies. The construction work to be done by the 
city.is divided into eighty-three contract sections. Contracts 
have been awarded for sixty-four of these sections, leaving 
only nineteen to be awarded. Of those already awarded 
thirty-four are on lines to be operated by the Interborough 
Rapid Transit Company and thirty on lines to be operated 
by the New York Municipal Railway Corporation. The total 
contract prices of the sixty-four sections on city-owned 
lines already let is $146,253,346, of which $76,172,289 is on 
Interborough lines and $70,081,056 on New York Municipal 
lines. In addition, the Interborough Rapid Transit Com- 
pany has under way the third-tracking of the Manhattan 
and Bronx elevated lines, which, it is estimated, will cost 
from $8,000,000 to $10,000,000; and the New York Municipal 
Railway Corporation has under way elevated third-tracking 
and extension contracts involving about $6,000,000, so that 
the grand total of werk now going on in different parts of 
the dual system involves an expenditure of about $162,000,- 
000. The commission is advertising for bids for two addi- 
tional contracts and it is expected that two or three more 
will be advertised before the close of the year. Last year 
the disbursements by the city to contractors on this work 
averaged about $1,600,000 a month. The average is now 
about $2,000,000 a month, and for the next year it is esti- 
mated payments will run from $2,500,000 to $3,000,000 a 
month. 

As regards the lines for operation by the Interborough 
Rapid Transit Company, it is expected that the two com- 
tracts for the Lexington Avenue Line will be completed 
during 1917; that both contracts on the Jerome Avenue 
Line will be finished during 1915; that on the White Plains 
Road Line, an extension of the existing subway from its 
terminus at 180th Street north to 241st Street, work will 
be finished during 1915; that the Southern Boulevard ex- 
tension of the Lexington Avenue subway to Pelham Bay 
Park will be completed in 1916; that the Seventh Avenue 
Line, entirely under contract, will be completed early in 
1917; that the Park Place, William and Clark Street line 
will be completed about the end of 1917; that the Eastern 
Parkway line, an extension of the existing subway from 
Flatbush Avenue, in Brooklyn, through Flatbush Avenue 
and Eastern Parkway to Buffalo Avenue, will be completed 
during 1917; that the Queens lines, one running north from 
the Queensboro Bridge through Second Avenue to Ditmars 
Avenue, Astoria, and the other northeasterly to Alburtis 
Avenue, Corona, both of which are under contract and well 
advanced toward completion, will be completed in advance 
of the contract dates. 

The Steinway Tunnel, built by the Interborough interests, 
and purchased by the city, a portion of which is being re- 
constructed for temporary operation in connection with the 
existing subway, is now about 60 per cent completed. The 
contract for the Steinway tunnel extension, running from 
the Queens end of the Steinway tunnel in Long Island City 
to a junction with the Queens lines at the Queensboro 
Bridge Plaza, is about 28 per cent completed. The contract 
time for completion expires in July, 1915. As regards the 
Steinway tunnel extension in Manhattan under Forty-sec- 


ond Street to Times Square, surveys and maps are made 
and work on the plans is in progress. All the preceding 
lines are to be owned by the city of New York. In addition 
the Interborough Company will build at its own expense 
third-tracks on the Second, Third and Ninth Avenue ele- 
vated lines, an extension of the Second Avenue elevated to 
connect with the Queensboro Bridge and the new lines in 
Queens, an extension of the Ninth Avenue line from 155th 
Street across the Harlem River and through 162d Street 
to the new line in Jerome Avenue, and an extension of the 
Third Avenue line from its present terminus through Web- 
ster Avenue and Gun Hill Road to a junction with the new 
elevated line in White Plains Road. Work has been going 
on for several months under the contract let for the third- 
tracking work. The contract calls for its completion ‘n 
August, 1915. 

As regards the New York Municipal lines it is expected 
that the whole work on the Broadway line in Manhattan 
will be completed during 1917. The Whitehall-Montague 
Street line under the East River is entirely under contract, 
but the contracts have only recently been awarded. It is 
now about 2 per cent completed. The time for the comple- 
tion of the tunnel will expire at the end of 1917. The two- 
track subway under Canal Street connecting the Broadway 
line with the Fourth Avenue subway in Brooklyn is about 
4 per cent completed. The Fourth Avenue subway, Brook- 
lyn, is practically completed from the Manhattan Bridge 
to Forty-third Street. The extension from Forty-third 
Street to Eighty-sixth Street has been under contract since 
October, 1912. The section north of Sixty-first Street is 
72 per cent and the section south of Sixty-first Street 60 
per cent completed. -It is expected that the whole line will 
be completed next year. The contractor for the installation 
of tracks has begun work from both ends of the completed 
portion of the subway. 

The New Utrecht Avenue line of the New York Municipal 
Railway (Brooklyn Rapid Transit) is entirely under con- 
tract. The work in Thirty-eighth Street is 40 per cent and 
on the elevated portion 27 per cent completed. The time 
limit for the former expires in August, 1915, and for the lat- 
ter in July, 1915. In the Center Street Loop line, Manhattan, 
which connects the Williamsburg, Manhattan and Brooklyn 
Bridges by subway, two tracks have been in use for more 
than a year, and work on two other tracks is now more than 
half done. On the Sea Beach line, a company-owned rail- 
road running to Coney Island, the work is 85 per cent com- 
pleted. On the Lutheran Cemetery elevated railroad ex- 
tension the first section, from Wyckoff Avenue to Fresh 
Pond Road, is finished, and the second section, from Fresh 
Pond Road to Metropolitan Avenue, is 98 per cent com- 
pleted. The extension of the Fulton Street elevated rail- 
road of the Brooklyn Rapid Transit System from the 
Brooklyn-Queens boundary to Lefferts Avenue, Queens, is 
52% per cent completed. The elevated connection between 
the Myrtle Avenue elevated line and the Broadway elevated 
line has been finished. Work on the first contract for the 
Fulton Street elevated third-tracking is about 23 per cent 
completed. The Broadway elevated third-tracking between 
Havemeyer Street and Myrtle Avenue should be completed 
within a year. 

With respect to the Broadway line of the New York Mu- 
nicipal Railway Corporation, the commission, on Dee. 11, 
will open bids for the section from Fifty-first to Fifty-ninth 
Street, and in a short time will advertise for bids for the 
section between Thirty-eighth and Fifty-first Streets. The 
sections in lower Broadway were awarded two years ago 
and range from 85 to 96 per cent completed. Those award- 
ed later are in various stages of completion, ranging from 1 
to 64 per cent. 

The New York Municipal Railway Corporation has let 
contracts for the installation of track equipment on the 
Liberty Avenue line and the Lutheran Cemetery line and 
the Myrtle Avenue connection; for the installation of the 
third-rail in the Fourth Avenue subway; for the signal sys- 
tem in the Centre Street Loop subway; for cables and ducts 
and manholes in the Fourth Avenue subway and other lines 
to be operated under the general contract with the city. 
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KANSAS CITY FRANCHISE EXTENSION 


Court Orders Company to Request More Time to Comply 
with Recent Franchise—Court Control Extended 
to Light Companies 


Judge William C. Hook of the Federal Court at Kansas 
City, Mo., on Nov. 30 ordered the receivers of the Metropoli- 
tan Street Railway to ask Kansas City, Mo., for an extension 
of six months within which to reorganize under the new 
franchise. The previous week the judge had intimated that 
the war and the resulting disturbed financial conditions were 
sufficient excuse for failure of the receivers and the company 
to accomplish the reorganization and the liquidations provid- 
ed in the franchise to be done within six months from July 
7, 1914. The order of the court is mandatory on the receiv- 
ers, but also will have influence in suggesting to the City 
Council, which has the granting of an extension, that the 
federal court considers the extension justifiable. Judge 
Hook urges that suggestions be made to Hermann Brum- 
back, special master, for later transmission to the court, by 
Jan. 31, 1915, as to the best way to bring about the read- 
justment of the company’s affairs. 

The court control over electrical affairs in Kansas City, 
which heretofore has covered only the Metropolitan Street 
Railway, was extended on Nov. 30 by Judge Hook to include 
the Kansas City (Mo.) Electric Light Company and the 
Standard Electric Light Company, Kansas City, Kan. This 
was the result of the disclosure in a complete statement of 
the affairs of the Metropolitan Street Railway filed with the 
court that there are many interweaving and joint debts and 
claims of the light companies and the railway, the affairs of 
which cannot be thoroughly adjusted without court atten- 
tion to such joint debts and claims. The light companies 
are in effect operating now under receiverships subject to 
the orders of the court, except that no receivers have been 
appointed. The electric light companies are ordered to re- 
port all receipts and disbursements to Mr. Brumback 
every ninety days. The court further ordered the receivers 
to file ancillary proceedings to clear up title to the various 
street railway properties in the Metropolitan system, the 
present proceedings and receivership, in his mind, not being 
sufficient to comply fully with the new franchise. 


ANTE-BELLUM PROGRESS OF ALLGEMEINE ELEC- 
TRICITATS GESELLSCHAFT 


The annual report of the Allgemeine Electricitéts Gesell- 
schaft, Berlin, Germany, covering the fiscal year ended June 
30, 1914, shows that despite the depressing conditions that 
existed for some time previous to the war the company did 
more business than in the preceding year. On account of 
the war, however, the business of the company has already 
been seriously affected, and in some foreign countries almost 
entirely destroyed. Out of net earnings of $4,723,160 a divi- 
dend of 10 per cent on the capitalization of $38,750,000 was 
declared. The bank deposits of the company after the pay- 
ment of the dividend were approximately $19,250,000. 

One of the accomplishments of the year was the organiza- 
tion of the A. E. G. Rapid Transit Company, which is build- 
ing a subway system in Berlin. The parent company suc- 
ceeded in selling $5,625,000 of 4% per cent preferred stock. 

At the close of the fiscal year the company employed 66,- 
100 people, of whom 13,000 are already mobilized for mili- 
tary service. (The actual proportion of male employees is 
greater as the company employs many women.—Kds. ) 

The output in machinery and transformers comprised 123,- 
162 pieces with a combined rating of 1,840,273 kw compared 
with 122,452 pieces and 1,973,987 kw for 1912-1913. The 
company completed two out of twenty-seven locomotives for 
the Prussian State Railways and also some driving gear for 
the experimental train of the Berlin Stadtbahn. The kilo- 
watt output of turbines increased from 559,908 kw to 564,- 
033 kw with a maximum unit of 22,500-kva capacity. The 
total amount of copper used was 33,250 tons, almost the 
same as 1912-1913. ; 

The electric railway business was practically the same as 
for 1912-1913. The railways owned by the company showed 
gratifying returns. Construction has been begun between 
Humboldhain and Invalidenstrasse on the subway line in 
Berlin to extend from Gesundbrunnen to Neukdlln. 
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The subsidiary Felten & Guilleaume Carlswerk Company 
paid 8 per cent and the A. E. G. Promotion Company for- 
merly the Lahmeyer Works paid 6 per cent as last year. 


NO I. T. S. EXTENSION AT PRESENT 


In the ELECTRIC RAILWAY JOURNAL for Nov. 14 and 2h, 
reference was made to the proposed extension of the Illinois 
Traction System via St. Louis proper and via a belt line in 
East St. Louis, IIll., to connect with the Southern Traction 
Company’s line between East St. Louis and Bellville, Ill. 
The items in the issues mentioned were based on an alleged 
interview with officials of the Illinois Traction System since 
denied as unauthoritative and without foundation. At some 
time the Illinois Traction System will build an elevated 
structure from the Illinois end of the McKinley bridge above 
Main Street in Venice, and the tracks of the Wabash, Alton 
and other railroads, over a private right-of-way to connect 
with its line at grade in Madison, IIl., but nothing has been 
done toward carrying out the work at the present time. 


COMPANY RELATIONS IN SAN FRANCISCO 


Homes for Employees — President Lilienthal “a Father 
Rather Than a Boss” 


Various plans have been advanced recently by the United 
Railroads, San Francisco, Cal., for bettering the relations 
between the company and its employees. On Jan. 1 of this 
year the company took out group insurance for all em- 
ployees and about a month ago outlined plans for a remedial 
loan association formed by the company to make loans to 
employees. Through President Jesse W. Lilienthal the com- 
pany is now encouraging the Co-operative Home Builders’ 
Association, the president of which is a conductor with 
the company, the vice-president a motorman, the secretary 
an employee of the employment department, and the treas- 
urer a division superintendent. The association has already 
closed options on the first of a series of plots of land on 
which it is proposed to erect homes for employees of the 
company. The association is capitalized at $50,000 with 
shares of a par value of $1 each, and subscription to stock, 
confined to employees of the railroad, totaled $22,000 at 
the end of November. The officers of the association serve 
without pay, while legal advice is furnished through the 
company without cost to the association. In discussing the 
plan Mr. Lilienthal was quoted recently as follows: 

“Our only interest in this matter is to encourage every 
man in our employ to own his little home and to see that 
he gets that home at the least possible cost. The United 
Railroads is not financially interested in the Co-operative 
company, nor are we helping it financially, but we believe 
it to be a good thing for the men. The scheme has our 
moral support and we are encouraging the men to support 
it. We insist upon seeing all contracts before they are 
closed to make sure the men do not obligate themselves 
for anything until the money is in sight. Their meetings 
are held in our offices and under our supervision, but we 
have carefully refrained from influencing them in the selec- 
tion of their officers or other similar action. I personally 
will not interfere with the plan only as much or as little as 
the men themselves want me to. The ultimate purpose is 
to help employees to own their own little homes and the 
benefit of our experience and knowledge is always at their 
service to prevent the making of mistakes.” 

One of the officers of the association is quoted as follows 
by the San Francisco Call: 

“So far we have worked only among the men of the Turk 
and Fillmore division. There are eight other divisions, and, 
judging by the way the plan has taken in the one division, 
it is certain that the stock of the company will be over- 
subscribed long before we cover all the divisions. It is 
therefore to the interest of employees to get in as early 
as possible. 

“The men all regard President Lilienthal as a father 
rather than as a boss. When they are in trouble they 
write letters to him, and when the cause seems just he helps 
them. No step is taken by the Co-operative company with- 
out consulting him—not as our employer, but as a friend 
whose learning, experience and position are of great value 
in the counsel he gives us.” 
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CLEVELAND SUBWAY GRANT IN COUNCIL 


The amended franchise of the Cleveland (Ohio) Rapid 
Transit Railway was placed on second reading in the City 
Council on Noy. 30. 
ditions suggested by the franchise committee of the Cleve- 
land Chamber of Commerce, with the exception of the 
automatic forfeiture clause, which was omitted on the advice 
of Mayor Newton D. Baker. 

The most important provisions of the amended grant have 
already been mentioned in the ELECTRIC RAILWAY JOURNAL. 
The grant as it now stands allows the company to build 
larger tubes than were originally planned, so that larger 
cars may be used. The price of the property per mile, in 
case the city desires to purchase it, has been increased 
in proportion, and the time within which the company is to 
begin construction and complete certain lines has been ex- 
tended. The franchise provides, however, that a certain 
amount of money must be expended each year, after the 
first construction work is begun. No provision was made 
for other roads to use the subways, as the Public Utilities 
Commission has authority to adjust this matter. . 


GERMAN STORAGE-BATTERY CARS IN BELGIAN 
HOSPITAL SERVICE 


An unexpected use for the 200-odd storage-battery cars 
which the various State railway systems of Germany have 
hitherto had in use for branch-line service has developed as 
a result of the present war. The cars were withdrawn from 
the lines on which they had been operating, and by means of 
steam locomotives were hauled to Belgium in trains of about 
six units each. They are now in use throughout Belgium to 
carry wounded soldiers from the front. The batteries were 
fully charged before the trip to Belgium, and as their oper- 
ating radius varies from 62 to 112 miles their capacity is 
ample to permit a round trip between any point of the Bel- 
gian battle line and one of the larger cities, where the pa- 
tients are removed to hospitals and the batteries recharged 
at the local charging stations. The batteries for all of these 
cars were supplied by the Akkumulatoren Gesellschaft, Ber- 
lin, Germany, which has also supplied much equipment to 
the German navy. 


TROLLEY LINES IN WESTERN MASSACHUSETTS 


Some interesting testimony in regard to transportation 
conditions in western Massachusetts was brought out at 
the recent hearings of the Western Massachusetts Trans- 
portation Commission in Boston, reported briefly in the 
last two issues of this paper. Among those who testified 
were L. S. Storrs, Bentley W. Warren, Henry C. Page, J. 
T. Harmer and F. A. Farnham, representing the different 
railway interests, and a number of representatives from 
the district concerned. 

Chairman Hyde of the commission said that there was a 
strong public demand for extensions of the trolley system 
in various parts of western Massachusetts and asked Mr. 
Farnham, attorney for the New York, New Haven & Hart- 
ford Railroad, whether the New Haven would undertake 
to build these lines, or operate them if they were built by 
the State, if the national government should change its 
attitude. At present all of the lines in the State formerly 
owned by the New Haven have been alienated by the com- 
pany with the exception of the Berkshire Street Railway. 
Mr. Farnham said that he could not tell, as that was a 
matter for the judgment of the directors of the company, 
but that the plan was impractical now. In answer to a 
question as to whether the New Haven directors were not 
living in hopes that the government decree would be modi- 
fied or revised under a change of administration Mr. Farn- 
ham said that he had never heard of any such feeling. 
Commissioner McKechnie criticised the application of the 
Sherman act to the railway situation, and Charman Hyde 
expressed his belief that a wave of reaction might sweep 
over Massachusetts when the State realized the benefit of 
joint ownership and operation of steam and trolley lines. 


Detroit Appraisals.—It is announced that the appraisal 
which Prof. E. W. Bemis is making for the city railway com- 
mission of Detroit, Mich., of the properties of the Detroit 
United Railway within the one-fare zone will be completed 


ELECTRIC RAILWAY JOURNAL 


The revised draft contains the con-. 


[Vou. XLIV, No. 23, 


within two or three weeks. It is not likely that the appraisal 
being made by Dean Cooley for the State Railroad Commis- 
sion will be completed before next month. 

Automobile Accidents in Ohio.—In discussing the pro- 
posed public safety meeting at Columbus in January with 
the correspondent of the ELEcTRIC RAILWAY JOURNAL in 
Ohio, a prominent electric railway manager said that 95 
per cent of the accidents which occur at crossings are due 
to careless operation of automobiles. The present safety 
laws are not effective, he said, because little effort is made 
to enforce them. : 

Providence Labor Case Decision—The majority of the 
board of three arbitrators which has -been considering the 
cases of two men in the employ of the Rhode Island Com- 
pany discharged for alleged infractions of the company’s 
rule against drinking while on duty has found the men not 
guilty on the evidence submitted. The board said that the 
men are entitled to their wages from June 238, 1914, to 
and including Noy. 21. 

The Lexington Arbitration—Testimony relating to all 
alleged acts of discrimination by the Kentucky Traction & 
Terminal Company, Lexington, Ky., against its union em- 
ployees will be considered, if it is made specific, in the hear- 
ing in the case of Robert E. Walker, a motorman dismissed 
by the company. This is the ruling of Charles C. Bagby, 
Danville, Ky., umpire in the disagreement between the com- 
pany and its union employees. 

East Liverpool Arbitrators.——Edward M. Crosser, Lisbon; 
Wilbur A. Snediker, Wellsville, and C. F. Lease, Salem, have 
been named by Judge J. G. Moore as a board of arbitration 
to decide whether eleven firemen, boiler tenders and helpers 
were rightfully discharged by the East Liverpool Traction & 
Light Company, East Liverpool, Ohio, recently. When the 
men were discharged a general strike of firemen took place, 
but the men returned to work pending the findings of a board 
of arbitration. : 

Rehabilitating the Pekin Street Railway.—The Mayor and 
the City Commissioners of Pekin, Ill., have awarded the 
contract for the rehabilitation and the extension of the 
street railway in Pekin to the Barnewoit Construction Com- 
pany, Peoria, Ill., for $38,000. The work must be completed 
by April 1. The line will be extended from Capitol Street 
east on Court Street to the Chicago & Alton Railway. The 
motive power will be changed from storage battery to the 
overhead trolley system. 


Mayor Mitchel for Broad Municipal Powers.—In a speech 
delivered at the annual dinner of the Academy of Political 
Science on Nov. 19 at the Hotel Astor, New York, N. Y., 
Mayor Mitchel defined his views on the measure of home 
rule that should be given to cities of New York State in the 
new constitution. The Mayor urged that among other 
things New York City should have power to own and 
operate public utilities so broad that under it the munici- 
pality might run almost anything from a street railroad to 
a grocery store. 


Kansas Arbitrators Selected.—Frank A. Wightman, mem- 
ber of the Missouri Utilities Commission, has been selected 
by James A. Cable and John M. Kinkel as the third mem- 
ber of the board of arbitration to consider the wage sched- 
ule of the Joplin & Pittsburg Railway, Pittsburg, Kan. 
Both Mr. Cable and Mr. Kinkel are members of the Kansas 
Commission. Under the agreement between the men and 
the company, the finding will automatically become a part 
of the agreement under which the strike of last summer 
was settled. 


Pittsburgh Subway Plans Furthered.—The public service 
and surveyor’s committee of the City Council of Pittsburgh, 
Pa., has recommended that $10,000 be set aside to pay for 
securing engineering data in regard to the construction of 
the downtown subway loop in which it is intended that 
surface cars shall be operated. A communication from 
A. E. Anderson, counsel for the Pittsburgh District Rail- 
road, objecting to the subway as now proposed and asking 
when the committee intended to resume the hearings on 
his company’s plans for a freight and passenger subway, 
has been referred to the law department. 

State Ownership Bill Filed at Boston.—Representative 
Harrington, of Fall River, Mass., has filed a bill with the 
clerk of the House providing that on July 1, 1916, Massa- 
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chusetts shall take over all the street and electric railways 
within its borders, with all property necessary to their 
operation, except in cases where such action shall consti- 
tute a breach of contract. The measure, to which a state- 
wide referendum is attached, provides that the Legisla- 
ture of 1916 shall make provision for the operation of the 
roads and for compensating their owners. The bill will be 
considered at the coming session in January. 


Right to Force Elevated Stub’s Removal Questioned.— 
For some time past there has been considerable agitation 
in an endeavor to force the Chicago & Oak Park Elevated 
Railroad to remove a stub terminal on Market Street which 
occupies three blocks. The city, through its corporation 
counsel, has filed a petition in the United States District 
Court to attain this end. Samuel Insull, receiver of the 
Chicago & Oak Park Elevated Railroad, in his answer 
states that the city has no right to force the removal of 
the stub terminal. He sets forth that in May, 1893, the 
City Council granted an ordinance to construct the stub 
terminal and use it for fifty years. 


Richmond Franchise Hearing in January.—The committee 
on streets of the City Council of Richmond, Va., has voted 
to lay the petition of the Virginia Passenger & Power 
Company for a blanket franchise on the table until the first 
meeting in January, at which time it will name a date 
for an initial public hearing. The Council will meet in 
regular session for the first time next year on Jan. 11. 
The company reported to the committee at a recent meet- 
ing that the work of compiling its franchise instruments 
intended for distribution to the Council was still incom- 
plete. The company also plans to prepare an illustrated 
sketch of the street railway systems in Richmond dating 
from 1860. © 


Political Wrath.—The Board of Supervising Engineers, 
Chicago Traction, is again forced by Mayor Harrison and 
his henchmen to submit to an investigation of fancied in- 
accuracies in bookkeeping. The corporation counsel for 
the city has taken it upon himself to venture an opinion 
opposed to the various constructions placed by the Board 
of Supervising Engineers upon provisions of the traction 
ordinances. Walter L. Fisher, one of the authors of the 
1907 settlement ordinances, and counsel for the board mem- 
bers, assailed the entire legal groundwork upon which the 
city’s opinions have been built. The discussions now under 
way are merely preliminary to the final report of an audit 
of the books which will be completed shortly. 


New Franchise in Cincinnati.—A new franchise has been 
prepared for the Cincinnati, Newport & Covington Railway, 
Cincinnati, Ohio. The company asks for a twenty-five-year 
grant and proposes in return to settle the city’s claim for 
$106,000 for car licenses and taxes on gross earnings for 
$40,000 cash, with a payment of $8,500 for the first year of 
the new franchise and an increase of 1 per cent for each 
succeeding year of the life of the franchise, instead of the 
tax of 1% per cent on its gross earnings. It also asks the 
right to lay tracks on the south side of Pearl Street between 
Broadway and Sycamore Streets, and the use of any subway 
the city may build. The city has a suit pending against the 
company for the amount claimed to be due for licenses and 
taxes. 

Many Auto Bus Lines Projected in Chicago.—The State 
Public Utilities Commission of Illinois has before it peti- 
tions for permits for the operation of a number of auto bus 
lines in Chicago. The International Gas & Electric Auto- 
mobiles Bus Company plans to begin business with 120 mo- 
tor buses. It is to be capitalized at $1,000,000. The Chi- 
cago Motor Bus Company, capitalized at $300,000, proposes 
to operate in the loop district and upon the boulevards north 
and south of the central business portion of the city. The 
fare around the loop will be 5 cents, while 10 cents will be 
charged for transportation north and south of the city. 
The petition of the City Electric Omnibus Company will be 
heard by the commission on Dec. 9. The Chicago Automo- 
bile Transportation Company, which was granted a certifi- 
cate of convenience and necessity more than a month ago, 
objects to the granting of rights to other companies. Com- 
missioner Richard Yates has instructed the attorney of this 
company to place his objections in writing. 
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Subway Labor Problems.—The business agent of the 
Bricklayers & Masons Union has withdrawn his complaint 
filed with the Public Service Commission for the First 
District of New York against the Dock Contractor Com- 
pany for alleged violation of the labor law. Mr. Gill had 
complained that this company, which has the contract for 
the new subway in Broadway between Bleecker Street and 
Union Square, was employing workmen who are not citi- 
zens of the United States and that the labor law forbids the 
employmnet of any but citizens. Upon the affidavit of the 
vice-president and general manager of the Dock Contractor 
Company that the company is now complying with the law 
and is not employing any non-citizens, Mr. Gill withdrew 
his complaint; but immediately filed another complaint 
against the Underpinning & Foundation Company, which is 
a sub-contractor on the Dock Contractor Companv’s con- 
tract. The allegations against the Underpinning Company 
are the same as those against the Dock Contractor Company. 


Decision in Preliminary Des Moines Case.—Judge 
McHenry of the equity division of the District Court at 
Des Moines, Ia., has ruled that the Des Moines City Rail- 
way has been proceeding under a misapprehension regard- 
ing the proper section of the statute upon which to circu- 
late the petition for a special election on the street railway 
franchise matter. Judge McHenry held that the present at- 
tempt of the company to bring the franchise to a vote 
would put it under the provisions of the initiative and refer. 
endum, which measure he ruled was designed to give the 
people the right to pass ordinances over the head of the 
City Council, but did not cover the enactment of original 
franchise ordinances. Under the statute which Judge 
McHenry contends the company must follow, the franchise 
would have to be submitted to the people and be approved 
by the City Council. Emil G. Schmidt, president of the 
company, is quoted as follows: “The case will now be taken 
to the Supreme Court to have it determine which section 
is the proper one under which to go on with the election. 
It is merely a friendly suit between the city and the com- 
pany to get a final decision.” 


PROGRAMS OF ASSOCIATION MEETINGS ¥ 


Railway Business Association 


In anticipation of the sixth annual meeting of the Railway 
Business Association in New York on Dec. 10, the executive 
committee has issued its report. The committee believes 
that to-day the outstanding phase in the general thought is 
apprehension that injury may come to the railroads through 
adverse business and political conditions; that general senti- 
ment is in favor of an increase in steam railroad rates and 
that legislation relieving the railroads of various burdens 
should be enacted. It also calls attention to the lack of co- 
ordination in jurisdiction between state and federal regula- 
tory bodies. The speakers at the banquet in the evening are 
to be Fairfax Harrison, president of the Southern Railway, 
and Warren G. Harding, United States senator-elect from 
Ohio. 


Central Electric Railway Accountants’ Association 


The annual meeting of the Central Electric Railway Ac- 
countants’ Association will be held at the Hotel Beckel, Day- 
ton, Ohio, on Dec. 11 and 12. The executive committee will 
meet at 1:30 p. m. on Dec. 11, and at 2:30 p. m. the regular 
session will begin. The presentation of the address of the 
president, the report of the executive committee and the re- 
port of the treasurer will be followed by these special com- 
mittee reports: standing committee on freight accounts, 
standing committee on passenger accounts, query box com- 
mittee, committee to confer with C. E.R. A. C.S. Mitchell, 
comptroller of the Beaver Valley Traction Company, Pitts- 
burgh, Pa., will then deliver an address. 

At the session on Dec. 12, which will convene at 9:30 a. m., 
the following papers and addresses will be presented: 

Paper, “Cost Accounting in a Manufacturing Plant,” by 
G. D. Piper, director of works accounting of the Westing- 
house Electric & Manufacturing Company, Pittsburgh, Pa. 

Address, “Basis and Methods of Accounting for Deprecia- 
tion of Equipment,” by H. J. Davies, secretary of the Cleve- 
land (Ohio) Railway. 
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Financial and Corporate 


UTILITY SECURITIES AND EARNINGS 


The week ended Dec. 2 has seen a marked improvement in 
general market conditions and the demand for public utility 
securities. With the opening of the New York Stock Ex- 
change on Nov. 28 local traction issues showed strength, In- 
terborough-Metropolitan 4%’s being the most prominent 
feature with a gain of one-half over the July 30 price of 72. 
On Dec. 1 Public Service Corporation 5’s sold at 86% as com- 
pared to 88% on July 30, while New York Railways 4’s 
brought the minimum price of 70 and the 5’s ranged from 
471% to 47%. On Dec. 2 Hudson & Manhattan adjustment in- 
come 4’s dropped seven-eighths, but Brooklyn Rapid Transit 
5’s advanced one-eighth; New York Railways 5’s, 1%, and 
Third Avenue Railway adjustment 5’s, one-half. Public util- 
ity bonds in the Boston, Philadelphia and Chicago markets 
were steady. 

The improvement of the bond market helped both the curb 
market and the stock market through the clearing house 
committee. Brooklyn Rapid Transit stock, which closed on 
July 30 with dividend on at 79%, was quoted on Dec. 2 at 
86% bid, and Interborough-Metropolitan preferred sold at 
its July 80 price of 52. Third Avenue and Twin City Rapid 
Transit both sold nearly three points above the established 
minimum prices. The curb was active, American Light & 
Traction common and Cities Service issues both showing 
marked advances. 

Current reports concerning railway earnings vary consid- 
erably as to increases or decreases, but a general tone of op- 
timism is heard. The Federal Light & Traction Company 
now looks for a steady improvement, while the Cities Service 
Company gained a substantial increase in gross for October. 
Henry A. Blair, president Chicago Railways, says that traf- 
fic in Chicago in the middle of November was breaking about 
even as compared with the banner year of 1913. The gross 
income for the year ended Jan. 31 is expected to show a 
slight decrease, but threugh decreases in operating expenses, 
the net profits should advance. The company has spent more 
than $4,000,000 in building 20 miles of track and buying new 
equipment. Such reports, together with the fact that the 
Santa Fé Railroad has placed an order for 12,000 tons of 
steel rails with the United States Steel Corporation, show a 
tendency toward business recovery. 


OPTIMISM IN ENGLAND AND AMERICA 


Henry L. Doherty returned to New York on Novy. 17 on 
the steamship Transylvania after a three weeks’ trip to 
England. In speaking to a representative of the ELECTRIC 
RAILWAY JOURNAL about business conditions as he found 
them in England, Mr. Doherty said the most significant 
factor was the general assurance that whatever investments 
are made, outside of subscriptions to the war loan, will be 
in American securities. Bankers in England feel that 
there will be enough new investment buying of American 
securities to offset the forced liquidation, and that in 
addition to that factor there will later be an absorption of a 
reasonable amount of securities from investors in ‘this 
country. f 

Regarding the change in American conditions during his 
absence, Mr. Doherty said: 

“On my return from England I was astounded to see 
how greatly sentiment had changed. People who told me 
before I left that we would have a long period of business 
depression were the first to say on my return that we are 
going to see greatly increased industrial activity here. The 
news from our operating properties is, on the whole, very 
encouraging. As a matter of fact, I think that I see a more 
pronounced change in sentiment than the actual conditions 
warrant. It is important to remember, on the other hand, 
that nothing contributes so much to increase and stability 
of business as a sentimental feeling that conditions will 
improve. The result of the recent election has played an 
important part in this condition of sentiment. It has been 
interpreted by business men, and especially by the people, 
as an indication that the great body of voters want to have 
every encouragement given to railroads and business in- 
dustries. The record of views expressed by the election 
will tend to lead the present administration to go still 
further in its encouragement of business.” 
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ANNUAL REPORT 


Virginia Railway & Power Company 


The comparative statement of income, profit and loss of 
the Virginia Railway & Power Company, Richmond, Va., for 
the year ended June 30, 1914, follows: 


1914 1913 
$5,156,048 


Gross earnings  ..8aca «os aches eta $4,864,107 
Operating expenses, including $100,000 set 
aside for (depreciation J. ian 0 stereos 2,565,908 2,416,988 
Operating revenue over operating expenses 
and déprecidtiomy Si ae else! oie arerte cee $2,590,140 $2,447,119 
Other income See eles eisai teas aa eas 80,909 86,703 


$2,671,049 $2,533,822 
08,111 274,589 


Gross income _ 
Taxes and licenses 


Income applicable to fixed charges and 


rentals \.5 jee os. ccs easispe hens Sime ae re ele ere $2,362,938 $2,259,233 
Fixed charges and rentals: 
Interest on outstanding funded debt..... $1,108,325 $1,086,638 
Sinking fund payments - o.oo 98,779 40,273 
Norfolk Railway & Light Company, rental 99,000 99,000 
Other interest. charges .4..0 <a. se eee 1 2440 os pacity 
Total fixed \GChAPEESt soa, castes aise $1,307,348 $1,225,912 
Surplus over fixed charges and rentals..... $1,055,590 $1,033,321 
Other charges: 
Proportion of discount on sale and pur- 
chase of bonds and other securities.... $25,767 $23,680 
Net miscellaneous charges, not operating, 
charged direct to surplus ............ 57,918 26,464 
Total direct-charees fannie noe eens $83,685 $50,144 
Surplus over fixed and other charges...... $971,905 $983,177 


The foregoing statement includes the income and dis- 
bursements of the Norfolk & Ocean View Railway and the 
City Gas Company of Norfolk, both of which are controlled 
by stock ownership and operated as part of the Virginia 
Railway & Power Company’s system. The report of the 
company is one of the most complete issued by public utili- 
ties, with its minutely detailed financial statements and 
statistics concerning capital and income and expense items 
of not only the separate railway, light and power, and gas 
departments, but also the several divisions of each depart- 
ment. The analysis of operating revenues and expenses is- 
particularly interesting. The item of $5,156,048 for gross 
earnings was made up of $2,173,983 for light, power and 
gas revenues, an increase of $236,240, and $2,982,065 for 
railway revenues, an increase of $55,701. This increase in 
railway revenues arose from increased passenger revenues 
of $52,470, decreased freight revenues of $1,487, and in- 
creased revenues from outside operations of $4,728. The 
operating expenses of $2,565,908 were divided $845,323 to 
the light, power and gas departments and $1,720,585 to the 
railway department. The amount expended for maintenance 
of way and equipment for the year was 16.01 per cent of the 
gross railway earnings, as compared to 14.99 per cent for 
the previous year. This 16.01 per cent was divided 9.72 
per cent for maintenance of way and structures, an increase 
of $26,577, and 6.29 per cent for maintenance of equipment, 
an increase of $12,000. Railway traffic expenses decreased 
$6,795, but transportation and general expenses increased 
$4,803 and $13,762 respectively. 

The above operating expenses include a charge of $8,333 
per month, aggregating $100,000 for the year, which is 
charged against operating expenses for the Richmond, 
Petersburg and Interurban divisions to provide for depreci- 
ation. In addition to this amount set aside in cash, the di- 
rectors authorized the transfer from the surplus as of June 
30 to the reserve for depreciation an additional amount of 
$559,364, making the total amount credited to the reserve 
since July 1, 1911, the date of consolidation of the Norfolk 
& Portsmouth Traction Company with the Virginia Railway 
& Power Company, 6 per cent of the total gross earnings of 
the company for the period. The total amount to the credit 
of the several depreciation accounts as of June 30, 1914, 
was $856,640. 

The company has pursued the policy of charging against 
operation each month and crediting to the injuries and 
damages reserve a percentage of the gross earnings suffi- 
cient to provide for expenditures on this account. During the 
last fiscal year the amount so credited was $133,572, while 
the amount paid out for injuries and damages, and expenses 
incident thereto, was $115,578, leaving a balance of $17,994. 
For the fiscal year ended June 30, 1918, the expenses on ac- 
count of injuries and damages amounted to $131,022, which ~ 
was $15,733 in excess of the amount reserved. It is stated 


| 
. 
: 
: 
| 


DECEMBER 5, 1914] 


that the results for the year show considerable improvement 
in this department. The credit balance in the reserve ac- 
count as of June 30, 1914, was $48,769. 

The income from operations of the company for the year 
increased $143,021, but other income decreased $5,793, giving 
an increase in gross income of $137,227. Taxes and licenses 
increased $33,522, and fixed charges and rentals $81,436, 
giving an increased surplus over fixed charges and rentals of 
$22,269. The surplus over fixed and other charges decreased 
$11,272 to an amount of $971,905, which was applied to the 
payment of two dividends on preferred stock amounting to 
$192,480 and $230,976 and two dividends on common stock 
amounting to $179,251 and $179,141. The surplus after pay- 
ment of dividends was $189,956. 

The total mileage of the company as of June 30 was 
252.974 miles. Its rolling stock consisted of 289 double- 
truck cars and 248 single-truck cars. Twenty new steel side- 
entrance cars were purchased and put in service during the 
year and three new service cars were built in the company’s 
shops. A number of cars owned by the company were also 
rebuilt and changed from single to double truck and other- 
wise improved. The expenditures during the fiscal year for 
additions, extensions and betterments charged to capital 
account amounted to $582,453, of which amount $318,429 
was applicable to the railway department. The revenue pas- 
sengers carried during the year totaled 65,695,197, an in- 
crease of 1,163,118, while the transfer and free passengers 
carried totaled 15,676,096, a decrease of 441,608. The car 
mileage amounted to 12,478,058 car miles, an increase of 
270,639, and the total car hours were 1,515,016, an increase 
of 41,076. The total revenue per car mile was $0.239, a de- 
crease of $0.001, and the operating expenses per mile, in- 
cluding depreciation, were $0.138, an increase of $0.001. 
The total revenue per car mile was $1.97, a decrease of 
$0.02, while the operating expenses per car hour, including 
depreciation, remained the same at $1.13. 

The report states that in addition to providing additional 
coaster meters and extending the system of service rewards 
to motormen and conductors to avoid accidents, which 
method has produced excellent results, the company during 
the last year undertook to extend the provisions for the aid 
of its employees through the relief association. Plans are 
now under consideration for the organization of a system of 
limited pensions to employees to be paid through the relief 
association and on the recommendation of its board of man- 
agers. 


NORTHERN ELECTRIC RAILWAY FINANCES 


Bankers’ Syndicate Formed to Provide Funds for Operation 
of System for from Two to Five Years 


At a recent meeting of up-State bankers, the holders of 
the overlying bonds of the Northern Electric Railway, 
Chico, Cal., and the notes indorsed by W. P. Hammon, 
E. J. De Sabla, Jr., E. R. Lilienthal, Leon Sloss and Louis 
Sloss, secured by these bonds as collateral, organized the 
Bankers’ Syndicate and appointed A. Bonnheim, Sacra- 
mento; A. F. Jones, Oroville, and George P. McNear, Peta- 
luma, as trustees for the syndicate. The object of the 
syndicate, as defined in the agreement signed by the con- 
stituent bankers, is to provide funds for the operation 
of the several roads constituting the Northern Electric sys- 
tem for at least two years and not more than five years 
and to provide for the interest on all the underlying bonds 
of the system. ee 

The agreement, which was signed by a large majority 
of the stockholders present at the meeting, provides that 
it shall become effective in thirty days if signed by the 
holders of $2,500,000 par value of bonds or by the holders 
of notes secured by that amount of bonds, or it may be- 
come effective thirty days after execution in the event 
of the holders of $2,000,000 signing and the trustees so 


electing. Sufficient signatures were secured to assure the 


ment becoming effective. 
“eThe amount which the Bankers’ Syndicate pledges itself 
to subscribe is: limited to a total sum for the five years of 
$500,000. Provision is also made that it shall not be called 
upon for more than $250,000 in any one year. ‘ Interest on 
the first mortgage bonds, aggregating $94,000, is now over- 
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due, and also $37,840 for the sinking fund. These sums 
will be subscribed at once, as well as about $100,000 for 
repairs of roadbed and bridges. i 

As additional security for the projected outlay, the Sloss 
Securities Company and the five indorsers of the notes 
made over to the trustees of the Bankers’ Syndicate $29,- 
890,000 of preferred stock and $14,949,000 of common stock 
of the Northern Electric Railway. This transfer was made 
in trust to protect the general creditors, as well as to 
assure the voting control to the syndicate. In the event 
of an opportunity arising to sell any of this stock the 
indorsers are to be allowed sixty days in which to buy it 
at the same price offered by anyone else. 

An agreement signed by the holders of the overlying 
first and consolidated 5 per cent forty-year gold bonds of 
the Northern Electric Railway provides for postponing 
the collection of all interest coupons and waiving the 
sinking fund provisions for five years. The right to bring 
suit on the notes is postponed for a like term and during 
this period the bonds securing the notes are not to be sold. 
Another agreement, signed by many of the general credit- 
ors, states that no adverse action will be taken by them 
during the five-year period. The final agreement provides 
for the purchase from the present holders at 90 of the 
$1,400,000 of first mortgage bonds of the Northern Electric 
Company, Sacramento & Woodland Railway and Marys- 
ville & Colusa Branch Railroad now held by banks as 
collateral for loans to the company. This fund already has 
been subscribed. 


Birmingham, Ensley & Bessemer Railroad, Birmingham, 
Ala.—Charles H. Zehnder, chairman of the committee of 
holders of first mortgage 5 per cent thirty-year gold bonds 
of the Birmingham, Ensley & Bessemer Railway, has an- 
nounced the fixing of Dec. 15 as the limit of time up to 
which the holders of undeposited bonds may make deposits 
with the Empire Trust Company, the depositary, or its 
agents and thereby become parties to any plan or agree- 
ment of reorganization which may be adopted by the com- 
mittee. More than a majority of the outstanding bonds 
has already been deposited with the committee. 


California Street Cable Railroad, San Francisco, Cal.— 
The California Street Cable Railroad has filed with the 
Union Trust Company, San Francisco, a new first mortgage 
to secure $900,000 of bonds: The present mortgage will 
expire on Jan. 1, 1915, but $516,000 of the bonds thereunder 
are in the sinking fund, leaving only $384,000 to be refunded 
by the sale of an equal amount of bonds secured by the new 
mortgage. The authorization of the issue of these new 
bonds by the California Railroad Commission was noted in 
the ELECTRIC RAILWAY JOURNAL of Novy. 21. 


California Railway & Power Company, San Francisco, 
Cal.—The directors of the California Railway & Power 
Company have authorized the redemption at par for cash 
of $100,000 prior preference stock, the drawing to take 
place on Jan. 2, in accordance with the provisions of the 
certificate of incorporation. 


Chicago & Oak Park Elevated Railroad, Chicago, Ill.— 
Judge Kohlsaat, of the Federal Court at Chicago, has di- 
rected Charles D. Morrison, master in chancery, to take 
proofs in the matter of the application of Samuel Insull, 
receiver of the Chicago & Oak Park Elevated Railroad, for 
permission to issue certificates for the purpose of elevation 
in Oak Park and Austin. The Continental & Commercial 
Trust & Savings Bank of Chicago, which as trustee of an 
existing mortgage opposed the petition, has been asked to 
file a report in the matter as soon as possible. Previous 
references to this matter were made in ELECTRIC RAILWAY 
JOURNAL of Oct. 31 and Nov. 21. 


Cincinnati, Dayton & Toledo Traction Company, Ham- 
ilton, Ohio.—On Novy. 24 the Cincinnati, Dayton & Toledo 
Traction Company field a mortgage to the Fidelity Trust 
Company, Philadelphia, to secure not exceeding $7,500,000 
of bonds. of which a sufficient amount will be reserved to 
retire $5,000,000 of existing bonds due from 1916 to 1922. 
The remaining $2,500,000 of the new bonds will be held by 
the trustees to provide for future improvements and addi- 
tions made from time to time. The bonds are a general re- 


funding and gold mortgage thirty-year 5 per cent issue, 
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dated Oct. 1, 1914. The common stock of the company has 
been reduced from $5,000,000 to $2,000,000, according to 
an official statement of Nov. 23. The plan of reduction 
provides for the surrender for cancellation of $1,000,000 
par value of common stock owned by the Ohio Electric Rail- 
way, which leases the property, and the exchange of one 
share of new common stock for two shares of the present 
outstanding common stock. The Ohio Electric Railway has 
already deposited its $1,000,000 of stock, and the holders 
of the common stock have been notified to present their 
stock for exchange. The outstanding preferred stock 
amounting to $250,000 is not disturbed by the reduction 
plan. The modification of the lease to the Ohio Electric 
Railway in accordance with the above plan was noted in the 
ELECTRIC RAILWAY JOURNAL of July 5, 1913. 


Cleveland (Ohio) Railway.—The operating report of the 
Cleveland Railway for October, presented to the board of 
directors on Noy. 28, shows that the receipts were $70,622 
greater than for the same month in 1913, although there 
was a decrease of 204,402 in the number of passengers. 
The penny charge for transfers accounts for $60,543 of the 
gain, while the remainder was owing to an increase in the 
number of passengers who paid fares but did not transfer. 
The interest fund, $200,707 at the end of September, in- 
creased $4,279. The operating allowance showed a deficit 
of $9,618, and the maintenance fund a deficit of $7,644. 


Commonwealth Power, Railway & Light Company, Grand 
Rapids, Mich.—The Michigan Railroad Commission on Nov. 
27 authorized the merger of eleven lighting companies with 
the controlling company, The Consumer’s Power Company, 
which is in turn controlled by the Commonwealth Power, 
Railway & Light Company through complete stock owner- 
ship. The application for the merger, together with a list 
of the lighting companies affected, was published in the 
ELECTRIC RAILWAY JOURNAL of Nov. 28, page 1217. 


Dominion Power & Transmission Company, Ltd., Hamil- 
ton, Ont.—A dividend of 2 per cent has been declared on the 
$5,100,000 of limited preference stock of the Dominion 
Power & Transmission Company, payable on Dec. 15 to hold- 
ers of record on Nov. 30. Three prior payments of 2 per 
cent and three of one-half of 1 per cent bring the total 
payments to date up to 7% per cent. When the dividends 
aggregate 10 per cent the limited preference stock will 
become ordinary stock, of which $2,614,500 is now outstand- 
ing. 

Federal Light & Traction Company, New York, N. Y.— 
The quarterly dividend of 1% per cent on the preferred 
stock of the Federal Light & Traction Company, due at 
this time, has been deferred. 


Fresno (Cal.) Interurban Railway.—The Fresno Interur- 
ban Railway has filed an application with the California 
Railroad Commission for authority to issue $212,500 of com- 
mon stock and $350,000 of first mortgage 6 per cent twenty- 
five-year bonds at not less than 80. The company also 
wishes authority to issue $350,000 of 6 per cent cumulative 
preférred stock only when an equivalent amount of bonds 
has been retired. The company proposes to use the pro- 
ceeds in building a standard gauge electric railway from 
Fresno eastward, with a branch line to Clovis. The total 
length of the main line and branches as now projected is ap- 
proximately 26 miles, with an estimated cost of construction 
per mile of $17,300. This company already has 2 miles of 
line in operation between Fresno and Belmont Avenues in 
Fresno and Alvina Heights. Previous authorizations to this 
company were noted in the ELECTRIC RAILWAY JOURNAL of 
Oct. 31 and Nov. 7. 


Gary & Interurban Railroad, Gary, Ind.—The Gary & 
Interurban Railroad has deposited with the Baltimore 
Trust Company, as trustee, the required funds to meet the 
interest payment, defaulted Sept. 1, upon its $350,000 of 
three-year 6 per cent notes. 


Lehigh Valley Transit Company, Allentown, Pa.—The 
Philadelphia Stock Exchange has listed $5,124,000 of re- 
funding improvement mortgage fifty-year 5 per cent gold 
bonds of the Lehigh Valley Transit Company. 


Lincoln Railway & Light Company, Lincoln, Ill._—A de- 
cree of foreclosure was ordered on Nov. 14 against the Lin- 
coln Railway & Light Company by Judge Thomas M. 
Harris, sitting in the United States Circuit Court. The 
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order followed a suit by bondhoiders, the filing of which was 
noted in the ELEcTRIC RAILWAY JOURNAL of June 13. At 
the end of four weeks the master in chancery is expected 
to sell the effects of the corporation at public auction. Sub- 
sequent to the failure of the company to pay interest and 
principal on its outstanding bonds, James E. Hoblit was ap- 
pointed receiver, as stated in the issue of this paper of 
ATE. 1. 

Lorain (Ohio) Street Railway.—The Lorain Street Rail- 
way on Nov. 24 applied to the Ohio Public Utilities Com- 
mission for authority to issue $200,000 of three-year 6 per 
cent notes to be sold for not less than 99%. The proceeds, 
together with cash in the treasury, are to be used for the 
payment of $200,000 of first 6’s due on Jan. 1, 1915. 


Los Angeles & San Diego Beach Railway, San Diego, Cal. 
—The California Railroad Commission has issued a sup- 
plemental order authorizing the Los Angeles & San Diego 
Beach Railway to issue $375,000 of bonds. This authority 
is in substitution for the commission’s order, noted in the 
ELECTRIC RAILWAY JOURNAL of Nov. 7, by which the com- 
pany was authorized to issue a sufficient number of bonds 
to yield $250,000. The new order provides that the bonds 
are to be sold at not less than 80 and that the proceeds are 
to be used for electrification and the liquidation of indebted- 
ness. The commission has also issued a supplemental order 
amending its previous decision authorizing the company to 
issue $32,000 of one-day promissory notes, as stated in the 
ELECTRIC RAILWAY JOURNAL of Noy. 21. The company is 
now given permission to issue ninety-day notes instead. 


New York (N. Y.) Railways.—In the purchase of the 
$600,000 of capital stock of the Twenty-third Street Rail- 
way by the New York Railways at $350 per share, the 
Public Service Commission for the First District of New 
York has agreed to the amortization of 20 per cent of the 
$2,100,000 of thirty-year 4 per cent bonds to be issued in 
payment therefor. When the purchase was authorized, 
Commissioner Milo R. Maltbie madé it a condition precedent 
to the consummation of the deal that 22 per cent should be 
amortized, inasmuch as New York Railway bonds were sell- 
ing at from 78 per cent to 80 per cent of par. The com- 
pany objected to this amount but has now consented to 
amortize 20 per cent of the par value of the bonds. The 
permission to make the stock purchase was noted in the 
ELECTRIC RAILWAY JOURNAL of Nov. 7. 


Norwood, Canton & Sharon Street Railway, Canton, Mass. 
—On Nov. 26 the Norwood, Canton & Sharon Street Rail- 
way petitioned the Massachusetts Public Service Commis- 
sion for the approval of an issue of $30,000 of twenty-year 
5 per cent bonds and the authorization of a reduction in 
capital stock from $62,500 to $32,500. The new bonds are 
to be used to finance the $30,000 reduction in stock. 


Oakland, Antioch & Eastern Railway, Oakland, Cal.—It 
is reported that the Oakland, Antioch & Eastern Railway 
is circulating among bondholders an agreement providing 
for the payment of bond interest for three years in com- 
pany notes secured by 200 per cent of bonds. The company 
on Nov. 23 applied to the California Railroad Commission 
for authority to renew promissory notes amounting to 
$295,345. 

Pacific Electric Railway, Los Angeles, Cal.—The Pacific 
Electric Railway on Noy. 25 received permission from the 
California Railroad Commission to issue $2,942,000 of fifty- 
year gold bonds at not less than 87% and accrued interest 
to provide for improvements already completed or under 
way. The expenditures already made and to be made for 
work now under contract include the following items: 
bridges and paving, $1,050,000; rolling stock, $800,000; ad- 
ditions and betterments, $471,000; extensions and branches, 
$250,000; station and shop improvements, $177,000; power 
plant, substations and transmission lines, $100,000, and real 
estate purchases, $2,500. Of the total issue $1,213,000 is to 
be used to pay for work long completed. It is made a condi- 
tion of the order that whenever any of the bonds are used 
for the above purpose a like amount of the indebtedness of 
the company shall be paid off and cancelled. The purpose of 
this provision is to prevent the same money remaining out- 
standing as an indebtedness and being represented by prom- 
issory notes in addition to the bonds authorized. 


Pacific Gas & Electric Company, San Francisco, Cal.— 
As a result of the recent offer of the Pacific Gas & Electric 


DECEMBER 5, 1914] 


Company to accept delivery as of Oct. 31 at the lowest 
prices offered of $2,500,000 of its one-year 5 per cent gold 
notes maturing March 25, 1915, as noted in the ELECTRIC 
RaILway JOURNAL of Nov. 7, $3,751,000 of notes were ten- 
dered out of the outstanding issue of $7,000,000. The 
company purchased $2,511,000 of the tendered bonds at 
prices netting about 1 per cent as compared to the call 
price. 

San Diego Consolidated Gas & Electric Company, San 
Diego, Cal.—The California Railroad Commission has au- 
thorized the San Diego Consolidated Gas & Electric Com- 
pany to issue $250,000 face value of 6 per cent debentures 
payable on Dec. 1, 1922, and $240,000 par value of common 
stock. The order provides that the bonds are to be sold to 
net the company not less than 93 and accrued interest, and 
the stock at not less than par. The proceeds are to be 
used for discharging or refunding obligations amounting to 
$472,296. 


San Francisco-Oakland Terminal Railways, Oakland, Cal. 
—The original application of the San Francisco-Oakland 
Terminal Railways to the California Railroad Commission 
for authority to issue $10,000,000 of 5 per cent general and 
refunding mortgage bonds has been indefinitely postponed 
by the commission. This application was noted in the 
ELECTRIC RAILWAY JOURNAL of June 6, 1914. 


Southern Pacific Company, San Francisco, Cal.—Kuhn, 
Loeb & Company, New York, have purchased and resold 
an issue of $1,170,000 of 414 per cent equipment trusts, 
series C, of the Southern Pacific Company. These notes, 
the application for the issuance of which was noted in the 
ELECTRIC RAILWAY JOURNAL of Nov. 28, were authorized by 
the California Railroad Commission on Nov. 25. These 
certificates will mature annually in equal installments from 
Dec. 1, 1915, to Dec. 1, 1924, and will be callable on Dee. 1, 
1919, or at any interest date thereafter, at 102% per cent. 
The issue will be known as series “C,” and will differ from 
the company’s equipment trust certificates of series “A” 
and “B” in that the present agreement provides for the 
payment in cash of 15 per cent instead of 10 per cent of the 
purchase price of the equipment and does not obligate the 
Southern Pacific Company to pay the federal income tax 
for the benefit of the holders of the certificates. The equip- 
ment that the company proposes to acquire will cost $1,426,- 
053, which besides steam equipment covers sixteen motor 
coaches at $248,000, six motor coaches at $93,300 and two 
motor combination coach and express cars at $30,800. 


Toronto (Ont.) Railway.—The Toronto Railway has sold 
to William A. Read & Company, Boston, $1,500,000 of 6 
per cent notes, $750,000 of which will be due on Dee. 1, 
1915, and the remainder on Dec. 1, 1916. The notes matur- 
ing in 1915 are being offered at 10014, and those maturing 
in 1916 at par. Surplus earnings of the company in 1913 
are reported to have been more than eighteen times the 
amount required for interest on the present issue. 


United Traction & Electric Company, Providence, R. I.— 
C. S. Sweetland, secretary United Traction & Electric Com- 
pany, says in a recent circular letter that while the control 
of the stock of the Rhode Island Company and the manage- 
‘ment have now been transferred to the five trustees, in ac- 
cordance with the recent decree of the United States District 
Court, there has been no change in the relations of this com- 
pany to the United Traction & Electric Company, or in its 
obligations to the United Traction & Electric Company and 
the latter’s three lessor companies, so that the stability of 
income to the United Traction & Electric Company is as- 
sured. On June 24, 1902, the Union Railroad, the Paw- 
tucket Street Railway and the Rhode Island Suburban Rail- 
way, the entire capital stock of each of which belongs to the 
United Traction & Electric Company, leased all their prop- 
erties for 999 years to the Rhode Island Company. The an- 
nual rentals of $850,000 have enabled the United Traction & 
Electric Company to pay the interest on its $9,000,000 of 5 
per cent bonds and 5 per cent annual dividends on its $8,000,- 
000 of capital stock. Besides the rentals, however, the 
Rhode Island company agreed among other things to pro- 
vide all further equipment and make all improvements nec- 
essary, all such equipment and improvements to become the 
property of the three lessor companies. In case the lessor 
companies should now resume possession under conditions 
of default covered by the lease, they would have the benefit 
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of expenditures of more than $7,000,000 that have been made 
on the leased properties by the Rhode Island Company. 

Virginia Railway & Power Company, Richmond, Va.— 
Coleman Wortham, Richmond, Va., and Finley J. Shepard 
and Arthur W. Kelly, New York, have been elected direc- 
tors of the Virginia Railway & Power Company, to succeed 
Guy Phillips, Victor Cumberson and J. L. Sellman. 


DIVIDENDS DECLARED 


Brooklyn (N. Y.) Rapid Transit Company, quarterly, 1% 
per cent. ; 

Eastern Texas Electric Company, Beaumont, Tex., 3 per 
cent, preferred. 

Frankfort & Southwark Passenger Railway, Philadelphia, 
Paz, $4.50; 

Louisville (Ky.) Traction Company, quarterly, 1 per cent, 
common. 

Massachusetts Electric Companies, Boston, Mass., $2, 
preferred. ' 

Second & Third Streets Passenger Railway, Philadelphia, 
Pa., quarterly, $3. 


ELECTRIC RAILWAY MONTHLY EARNINGS 
AURORA, ELGIN & CHICAGO RAILROAD, WHEATON, ILL. 


Gross Operating Net Fixed Net 
Period Warnings Expenses Earnings Charges Surplus 
1m., Sept., °14 $183,355 $120,225 $63,130 $43,274 $19,856 
wes 4} “13 188,602 117,241 71,361 37,087 34,274 
aot s "14 611,210 361,793 249,417 136,265 119,152 
oS e 13 620,343 351,841 268,502 111,798 156,704 


CLEVELAND, PAINESVILLE & EASTERN RAILWAY, CLEVE- 
LAND, OHIO. 


1im., Sept., ’14 $41,638 *$22,058 $19,580 $10,746 $8,834 

pe cS 13 43,186 *21,467 1,719 10,396 11,323 

SAS rg ies 329,930 *176,909 153,021 99,162 53,859 

9“ Fe "13 326,712 %*175,185 151,527 93,752 57,775 

INTERBOROUGH RAPID TRANSIT COMPANY, NEW YORK, 
IN. Ys 


1m., Sept., 714 $2,606,938 $1,002,168 $1,604,770 $1,079,577 $525,193 
be *s 713 «62,640,867 1,011,462 1,629,405 1,110,100 519,305 


4‘ s 14 7,634,320 3,056,280 4,578,049 3,246,120 1,331,929 
at os 7138 «7,415,087 3,054,701 4,360,386 3,322,765 1,037,621 
JACKSONVILLE (FLA.) TRACTION COMPANY 
im., Sept., 714 $53,567 *$388,085 $15,483 $12,476 $3,007 
ae 13 55,357 *34,496 20,861 12,976 7,885 
a bad Ei 14 729,870 *472,570 257,200 153,004 104,296 
wai <s 13 612,697 *405,337 207,360 136,093 71,267 
NORTHERN OHIO TRACTION & LIGHT COMPANY, AKRON, 
OHIO 
1m., Sept., ’14 $811,657 *$195,867 $116,290 $51,427 $64,862 
ue “s 13 289,023  *169,220 119,802 47,531 271 
Oe hy 14 2,728,559 *1,668,018 1,065,542 455,246 610,295 
one = 13 2,444,698 *1,471,036 973,662 413,197 560,465 
NORTHERN TEXAS ELECTRIC COMPANY, FORT WORTH, 
TEXAS. 
1im., Sept., *14 $164,778 *$89,972 $74,806 $26,541 $48,265 
aie et 13 172,014 *96,021 75,994 24,166 51,828 
Ups yf 14 2,151,016 *1,199,189 951,827 307,704 644,123 
2% He 718 2,089,776 *1,181,746 958,030 288,911 669,119 


PADUCAH TRACTION & LIGHT COMPANY, PADUCAH, KY. 


Jm., Sept, “14 $23,805  *$15,612 $8,193 $7,659 $534 
ats ‘a 13 24,844 *15,890 8,954 7,583 1,371 
aie pS "14 305,732 *196,396 109,336 91,544 17,792 
12 * s 13 292,020  *194,090 97,929 89,116 8,813 
PENSACOLA (FLA.) ELECTRIC COMPANY 
im.;, Sept, 14 $20,510 *$13,666 $6,844 $7,272 $428 
Tees ‘ 713 23,307 *14,392 8,915 7,175 1,740 
ie x 14 280,441 *176,742 103,699 86,334 17,365 
ni te 13 284,528  *181,649 102,880 78,617 24,263 


PUGET SOUND TRACTION, LIGHT & POWER COMPANY, 
SEATTLE, WASH. 


1im., Sept., ’14 $683,558 *$399,925 $283,633 $177,817 $105,816 
IDS it dls) 717,282 *405,054 312,228 174,874 187,854 
Be yy 714 8,623,412 *5,054,890 3,568,522 2,108,802 1,459,720 
oi os 13 8,477,119 *4,929,977 3,547,142 2,051,345 1,495,797 
SAVANNAH (GA.) ELECTRIC COMPANY 
1m., Sept. 714 $65,202 *$42,779 $22,423 $22,800 $377 
EY s "13 67,292 *44,370 22,922 22,672 250 
hei A 14 848,945 *565,072 283,873 274,218 9,655 
0 Tid i 13 808,169 *556,458 251,712 244,170 7,542 
TAMPA (FLA.) ELECTRIC COMPANY 
im:, Sept., ‘14 $80,755 *$42,738 $38,017 $4,259 $33,759 
sa a 13 73,362 *39,162 34,200 4,431 29,769 
Wee 14 964,417 525,974 438,443 55,558 382,884 
Hae Y 13 806,676 *433,870 372,806 55,105 317,701 


*Includes taxes. 
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Traffic and Transportation 


INCREASE IN FARE ON OHIO-PENNSYLVANIA LINE 


Discontinuance of Service Only Other Alternative—Deficit 
on One Division Since 1910 


The Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio, has given notice that beginning Dec. 15 
an increase in fares will go into effect on its lines between 
Sharon and Bedford. The company’s statement follows in 
part: 

“The gross earnings of the Sharon & New Castle Street 
Railway have failed steadily to meet the ordinary operating 
expenses of the line. An increase in fares and a slight re- 
duction in the schedule of cars operated is imperative. Or- 
dinarily, when the receipts of a line are sufficient to meet 
its operating expenses and taxes, it is deemed good prac- 
tice to continue operation in the hope that the road may 
eventually be placed on a self-sustaining basis and afford 
the stockholders some return on the money invested to 
serve the public. But when, as is the case with the Sharon 
& New Castle line, a road fails to pay operating expenses, 
let alone interest on indebtedness, abandonment of the line 
is usually considered necessary to protect the shareholders 
from the continued drain on their resources. 

“This company is reluctant to consider for a moment 
the withdrawal of electric railway facilities from the com- 
munities traversed by this line and has determined upon 
the only other course that is possible in the circumstances 
—an increase in fares, so that the line may be placed nearly 
on a self-sustaining basis. In taking this step the company 
has kept well within the limit of 2 cents a mile for passen- 
ger fares. 

“A glance at the financial condition of the Sharon & New 
Castle Railway for the last five years will show that the 
increase in fares is in the interest of the people served by 
the line. In 1910, the gross earnings were $33,333, while 
the operating expenses, including taxes, were $33,528, creat- 
ing a deficit of $194. This deficit was increased by interest 
on notes and bonds to $9,901. This is the best showing 
made in five years. In 1911, the gross earnings were $31,- 
747, and the operating expenses $383,130, leaving a deficit 
of $1,383, which was increased to $11,155, by interest on 
debt. In 1912, gross earnings $31,146, operating expenses 
$35,052, deficit $3,906; deficit, including interest, $13,719. 
In 1918, gross earnings $32,278, operating expenses $38,391, 
deficit $6,113; deficit, including interest $15,954. For nine 
months of the present year the gross earnings were $24,417, 
operating expenses $30,556, deficit $6,189; deficit, including 
interest, $13,611. : 

“The increase of fares includes the equalization of the 
charges for transporting the people and the general appli- 
cation of approximately a 2-cent fare per mile. Regular 
patrons will not be affected by the increase in fare as the 
rates for commutation tickets and for school tickets are to 
remain unchanged.” 


NEW SOUTHERN PACIFIC FARE SCHEDULE 


The Southern Pacific Company on Nov. 24 submitted to’ 


the Railroad Commission of California for its approval a 
revised schedule of commutation fares between San Fran- 
cisco and certain Alameda County points in the company’s 
electric zone. This readjustment was ordered by the com- 
mission in the so-called transbay rate cases, which were 
decided on Oct. 10, 1914. The Southern Pacific Company 
subsequently applied for a rehearing, which was denied. 

The Southern Pacific Company has also asked for per- 
mission to eliminate the commutation fare of $2.50 now in 
effect between Oakland and Stonehurst and intermediate 
points, and to increase the monthly commutation fare be- 
tween Oakland and San Leandro from $2.50 to $3. It is 
stated that there is practically no travel under these latter 
fares. 

In addition to the reductions in one-way and commuta- 
tion fares between San Francisco and Alameda County 
points, the Southern Pacific Company was also required by 
the commission’s decision in the transbay rate case to es- 
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tablish a fare of 5 cents between all points in Oakland, 
with the exception of Oakland Mole. This affects a mate- 
rial reduction in the fares within the city limits between 
West Oakland and 105th Avenue on the Melrose extension 
of the Southern Pacific Company, the fares in some cases 
being as high as 10 cents and 15 cents. 

The proposed schedule is shown by the following table: 


Monthly 


Between Commutation Fares One-Way Fares 
San Francisco i an —— 

and Present Proposed Present Proposed 
anvenscourts ocis .csctuetetetenere 4.75 $3.50 ae ae 
Wokum AVenue: <2)... samt. 4.90 3.50 5 5 
eee reat RP es At — a : F 
Highty-six VERUG Hien! 6 é c Ey : 
Nintieth ANCNUCG intr sie aerators 5.30 3.15 $0.20 $0.15 
Ninety-eighth Avenue ..... 4.45 4.00 -20 he 
KOBE, AVeENUe: spas cis wrens 5.60 4.00 .20 16: 
ESTORGIM OOF’ 555) ahe sae shenee suet ete 5.80 4.00 vie 
Dutton Avenue ice taereele 5.90 4.40 
Stonehurst: 22icite seismeeetetorstons 5.00 4.50 
Between Oakland 

and : 
EARGAGMOOL 3 waits ae etree 4.30 3.50 res .10 
Dutton AVENUE —y.Jen emis 4.40 3.50 Bis) .10 


Increase in Fare on Jersey Line.—The Atlantic City & 
Shore Railroad, Atlantic City, N. J., has announced that the 
fare over its line between Atlantic City and the mainland 
will be increased from 10: cents to 15 cents. 


New Transfer System in Youngstown.—The Mahoning & 
Shenango Railway & Light Company, Youngstown, Ohio, 
has announced that a new form of transfer will be put into 
effect on its lines in Youngstown, Niles, Warren, Sharon and 
New Castle at a date yet to be announced. 


Accident Faker Convicted.—George DeGraff was con- 
victed in Common Pleas Court at Cleveland, Ohio, on Nov. 
23 of obtaining $500 from the Cleveland Railway on false 
pretenses. DeGraff claimed he injured himself in a fall 
from a car on Jan. 14, 1914. The company produced evi- 
dence to show that his injury was received prior to that 
date. 


Park Lease Negotiated.—Arrangements have been per- 
fected by which Crump’s Park, on the line of the Macon 
Railway & Light Company, Macon, Ga., will be leased to 
the Coney Island Amusement & Realty Company, Coney 
Island, N. Y., which operates a number of amusement re- 
sorts. It is planned to change the name of the resort to 
“Dreamland.” 


Finding on Cambridge (Mass.) Subway Station Improve- 
ments.—The Massachusetts Public Service Commission has 
issued an order requiring the Boston Elevated Railway to 
install a single-file escalator of the cleat type at the Har- 
vard Square station of the Cambridge subway, connecting 
the inbound Mt. Auburn Street platform with the surface 
of the square. The estimated cost of the installation is 
$18,000. 


Fast Freight Run.—The Illinois Traction System, Peoria, 
Ill., has established a fast freight run between Peoria and 
Decatur, Ill. The train makes connections at Decatur for 
Springfield and points east of Decatur. Fast freight runs 
have been in operation between Peoria and St. Louis, 
through Springfield, for some time. Under the new run a 
train will leave Peoria at 8:55 p.m. and will arrive at 
Decatur at 12:45 o’clock. 


Interurban Roads Hurt Commuter Business.—Some of 
the steam railroads entering Cincinnati have filed notice 
with the Interstate Commerce Commission of an increase 
of commutation rates, effective about Jan. 15, 1915. They 
will also do away with the 100-mile ticket, it is said, and 
substitute a coupon ticket, good for only one month. The 
railroad men say the interurban electric railways have cut 
into their business until it is no longer profitable at the 
rates that have been in effect. 


Rochester Fare Hearing.—The hearing in regard to the 
application of the Mayor of Rochester to the Public Service 
Commission of the Second District of New York for an 
order to require the Rochester city lines of the New York 
State Railways to charge only 3 cents in the rush hours 
was adjourned from Oct. 31 to Nov. 13. On the latter date 
the hearing was further adjourned to Nov. 20. Both sides 
then exchanged briefs. The matter has now gone over until 


A 


a 
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Jan. 6, 1915, when the commission will hear oral arguments 
at Albany. 


Central States Passenger Rate Increase.—Although the 
Interstate Commerce Commission received numerous com- 
plaints requesting it to suspend the increased passenger 
rates, some of which became effective in the Central States 
passenger district on Dec. 1, the remainder to become effec- 
tive between Dec. 7 and Dec. 15, it held that the investiga- 
tion in the Eastern rate case, decided last July, was suffi- 
cient to prove the necessity and reasonableness of the new 
rates. It seems likely, however, that further hearings may 
be held on commuter rates. 


Chicago “Skip-Stops.”—In order to increase the track ca- 
pacity by speeding up schedules outside the loop district, the 
“skip-stop” plan will be tried in Chicago. In the initial test 
it is proposed to make eight stops to the mile, or approxi- 
mately every two blocks. Exceptions will, however, be made 
in heavy traffic zones. Traffic surveys are to be made to de- 
termine intersections to be dropped from the schedule. The 
test will be conducted over a line 10 miles in length in a dis- 
trict which is known to adjust itself readily to new equip- 
ment and conditions. 


Front-End Collectors in Detroit.—On recommendation of 
Barclay Parsons & Klapp, New York, N. Y., engineers en- 
gaged in a traffic survey of Detroit, the city railway com- 
mission has requested the Detroit United Railway to load 
cars at the front end during the rush hour period in the con- 
gested districts. The company will start the experiment on 
Dec. 7 at two of the busiest intersections on Woodward Ave- 
nue. The plan is to have the street collectors handle nothing 
but ticket and cash fares, the conductor issuing all transfers 
and making all change. 


Employees’ Purchases Delivered.—The Interborough 
Rapid Transit Company, New York, N. Y., has inaugurated 
a delivery service in connection with its employees’ stores. 
The cost of delivery of purchases less than $2 is 5 cents 
and on purchases more than $2 it is 10 cents. Arrange- 
ments have also been made to fill and deliver orders sent 
in by mail. In connection with the delivery service a new 
system of tickets has been installed under which purchasers 
have only one ticket to present at the cash window no 
matter how many purchases are made at the various de- 
partments which they visit. 


Hearing Regarding Fare Petition—A hearing was held 
before the Public Service Commission of the Second District 
of New York on Nov. 24 in regard to the petition for a 
reduction in the fare on the Schenectady Railway between 
Albany and Schenectady from 25 cents to 20 cents and for 
the redivision of the road into four instead of the present 
five fare zones. At the conclusion of the hearing Commis- 
sioner Emmett adjourned the hearing for three weeks. 
He urged the parties to the petition and the representatives 
of the company to make an effort to reach an agreement 
without the need of a formal order from the commission. 


“Shop Early in Kansas City’—The Metropolitan Street 
Railway, Kansas City, Mo., is doing its part to stimulate 
the “shopping early” movement. In all its cars the com- 
pany is displaying prominently placards on which is printed 
in green ink, surrounded by a holly border, the following: 
“The Metropolitan Street Railway, R. J. Dunham and Ford 
F. Harvey, receivers. The company requests its patrons to 
join the nation-wide movement to make Christmas a happy 
one by shopping early in the season, early in the week, 
early in the day. By request of the Kansas City Con- 
sumers’ League. Shoppers should use home-bound cars 
early in the day.” 

A Story That Beats any “Movie” Plot.—A conductor in 
the employ of the Grays Harbor Railway & Light Company, 
Aberdeen, Wash., sent the following accident report to the 
operating department of the Federal Light & Traction 
Company, New York, which controls the Aberdeen com- 
pany: “A man at Hoquiam came on the car at 7 p.m. He 
spit and expectorated all over the car and when I asked 
him to quit he swore strong at me. Then he vomited 
all over a seat and on the floor. I told him to clean it 
up or I would have him arrested. He started to clean it 


up, and then he went to the door, jumped from the car, and. 


ran down E Street to the river and jumped in. I stopped 
the car, ran after the man, jumped in the river, dragged 
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him out and had him arrested for spitting on the floor of 
the car.” 


New Mail Service in Suburban New York.—A trolley 
mail service has been established between Yonkers and 
Mount Vernon, N. Y., over the Mount Vernon line of the 
Yonkers Railroad, and is saving many hours in the delivery 
of first-class mail, the only kind carried at present. The 
New York Central & Hudson River Railroad passes through 
Yonkers and the New York, New Haven & Hartford Rail- 
road through Mount Vernon. All the mail for Mount 
Vernon coming from the North and West is thrown off at 
East at Mount Vernon. Previously all mail was carried 
through to the Grand Central Terminal in New York City, 
where it was distributed and sent out again. 


Donation Day in Cleveland.—The completion of the count 
by the auditing department of the Cleveland (Ohio) Rail- 
way shows that $14,074 was placed in the fare boxes for 
the Associated Charities on the day before Thanksgiving, 
known as donation day. On the morning of the day in 
question the conductors pinned carnations and strips of 
white ribbon bearing the words “Donation Day” upon their 
lapels. Posters were placed in the car windows, asking 
for donations, and small placards were attached to the fare- 
boxes, with words of thanks to those who gave. The crews 
on the various lines vied with each other in their efforts to 
secure the largest amount collected. The lines which lead 
in the contest were Euclid, Detroit and Superior in the 
order named. Several $5 and $10 bills were taken from 
the boxes. The auditor’s department secured an average 
of the receipts at this season of the year and based the 
company’s portion of the fund upon this. 


Fare Injunction Increase Denied.—The application of the 
receivers of the Seattle, Renton & Southern Railway for an 
injunction against the Public Service Commission of the 
State of Washington, which decided against the railway in 
its efforts to raise its rates and establish a rate zone, was 
denied recently by Judges William B. Gilbert, Jeremiah 
Neterer and Cushman, sitting in the District, Court as a 
circuit court of appeals. The court held that no emergency 
had been shown for the order at this time. The receivers 
contended that the injunction of the commission prohibiting 
the company from raising the rates and establishing fare 
zones was confiscatory. The commission took the position 
that the company was bound by the terms of its franchise 
until such time as the commission or the Legislature should 
fix a different rate; that the service rendered was not rea- 
sonably worth more than the fare charged, and that an in- 
crease in rates would reduce the revenue rather than in- 
crease it by diminishing the patronage. Under the decision 
the company will have to continue operating under the 
schedule of rates granted it in its franchise until the case 
comes up regularly for trial, which will be some time in 
January. 

Interchange Traffic Into Kansas City.—The Kansas City, 
Clay County & St. Joseph Railway (electric) has recently 
assumed terminal service to Kansas City’s Union Station 
for the Quincy, Omaha & Kansas City Railroad (steam). 
The Quincy, Omaha & Kansas City Railroad, having 
made no arrangement to enter the station, has established 
its new terminus at Avondale, 5 miles from Kansas City. 
Here it transfers passengers to the electric line, which 
takes them into Kansas City or, in the case of through 
passengers, to city cars bound for the Union Station and 
there they board the steam roads for a continuation of 
their journey. The Quincy, Omaha & Kansas City Railroad 
sells through tickets to Third and Cherry Streets, Kansas 
City, the electric line taking up coupons at 2 cents a mile 
for the 5 miles it carries the passengers. The interurban 
collects from passengers entering Kansas City the 5 cents 
city fare after leaving Third and Cherry Streets. Tickets 
on the steam road reading to points beyond Kansas City 
provide also for the city fare, and for the city transfers. 
Passenger traffic routed by the steam railroad from the 
Union Station is correspondingly handled, the electric line 
receiving the passengers from the Metropolitan Street Rail- 
way and delivering them to the steam road at Avondale. 
The interurban’s city station is ten blocks north of the 
Union Station, but Union Station loop cars and other cars 
reaching the depot run on both Walnut Street and Grand 
Avenue, the two streets used by the interurban. 
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Personal Mention 


Mr. William F. Woerner has resigned as member of the 
Public Service Commission of Missouri to give his attention 
to private affairs. 

Mr. William S. Ready has been appointed instructor of 
motormen on the Detroit city lines of the Detroit (Mich.) 
United Railway to succeed Mr. J. W. McIntosh. 


Mr. Bayard Kilgour has been elected president of the 
Cincinnati (Ohio) Street Railway, operated under lease 
by the Cincinnati Traction Company, to fill the position 
caused by the death of his father, John Kilgour. 


Mr. G. Masunaga, electrical engineer of the Imperial 
Government Railways, Tokyo, Japan, is on a tour of in- 
spection of the electrified railways of the United States. 
Mr. Masunaga is interested particularly in block signal pro- 
tection for electrified tracks. 

Mr. E. A. Johnson has been appointed superintendent of 
the railway department of the Omaha & Lincoln Railway 
& Light Company, Ralston, Neb., to succeed Mr. George 
D. Rice. Mr. Johnson has been with this company as 
assistant superintendent since February, 1909. 


Mr. George B. Wheeler, whose resignation as secretary 
and general manager of the Chippewa Valley Railway, Light 
& Power. Company, Eau Claire, Wis., was announced in the 
ELECTRIC RAILWAY JOURNAL of Oct. 17, has been elected 
president of the Union National Bank, Eau Claire, Wis. 

Mr. H. M. Aldrich has been appointed superintendent of 
the Northampton (Mass.) Street Railway to succeed Mr. 
KE. C. Clark. Mr. Aldrich has recently been an inspector 
for the Massachusetts Public Service Commission and was 
formerly superintendent of the Amherst & Sunderland 
Street Railway, Amherst, Mass. 


Mr. Henry Grenacher, who for several years has been con- 
nected with the engineering department of H. M Byllesby 
& Company Chicago, IIll., has been appointed efficiency engi- 
neer for all operated properties, in which capacity he 
will visit the various properties and co-operate with the 
local managers in improving the efficiency of plant 
operation. / 


Mr. Howard Rhoda has been appointed master mechanic 
of the Binghamton (N. Y.) Railway. For two years prior 
to his appointment to the Binghamton Railway Mr. Rhoda 
was employed as master mechanic of the Long Island Elec- 
tric Railway, Jamaica, L. I., and for ten years prior to that 
he was assistant master mechanic of the Reading (Pa.) 
Transit Company. 

Mr. C. B. Fairchild, Jr., who has been statistician of the 
Philadelphia (Pa.) Rapid Transit Company for the last 
three years, has been appointed executive assistant of the 
company. Before going to Philadelphia Mr. Fairchild was 
statistician of the Chicago (Ill.) City Railway for about 
two and a half years. Prior to that he was engaged in 
electric railway editorial work. 


Mr. EK. C. Clark has resigned as superintendent of the 
Northampton (Mass.) Street Railway. Mr. Clark entered 
the employ of the company under his father, the late 
Capt. E. C. Clark, whom he succeeded as manager in 1892. 
He continued as manager until Mr. L. D. Pellissier became 
manager of both the Northampton Street Railway and the 
Holyoke Street Railway a few years ago. Mr. Clark then 
was appointed superintendent of the Northampton lines. 


Mr. Richard Sachse has been appointed chief engineer 
of the California Railroad Commission, with offices in San 
Francisco. Mr. Sachse entered the service of the commis- 
sion in 1911 as assistant engineer. He was promoted to the 
position of principal assistant engineer in 1913, and has been 
acting chief engineer since December, 1913. - Prior to be- 
coming connected with the commission Mr. Sachse was with 
the Western Pacific Railway, the Southern Pacific Company 
and the United States reclamation service. 


Mr. Edwin D. Smith, at present vice-president of the 
Arrow Engineering Company, will become connected with 
the United Railways, St. Louis, Mo., on Jan. 1, 1915, in a 
position to be created, having charge of the engineering 
and construction work of the railway company. Mr. Smith 


ELECTRIC RAILWAY JOURNAL 


[VoL. XLIV, No. 23 


was graduated in engineering at the Missouri State Uni- 
versity. He became connected with the United Railways 
in the power department about 1900, and was placed in 
charge of that department in 1904. He remained as superin- 
tendent of power until Jan. 1, 1911, when he resigned to 
become chief engineer of the board of education of the 
city of St. Louis. After serving two years in that capacity 
he was made vice-president and manager of the Arrow 
Engineering Company, a subsidiary of the North American 
Company. 

Mr. L. C. Bewsey, who has been the local superintendent 
for the Union Traction Company of Indiana at Indianapolis 
since 1911, has resigned to accept the position of superin- 
tendent of transportation of the Buffalo, Lockport & Roches- 
ter Railway, which has headquarters at Rochester, N. Y. 
The resignation becomes effective on Dec. 15. Mr. Bewsey 
was born in Clinton, Ind., in 1882. His first railroad expe- 
rience was as a fireman and brakeman for the Baltimore & 
Ohio Railroad and the Big Four Railroad. In 1899 he en- 
tered the service of the Lafayette (Ind.) Railway and served 
as motorman and shop foreman until he became connected 
with the Union Traction Company. In 1909 when the Mun- 
cie Meteor was put on by the Union Traction Company he 
became motorman and continued in that position until he 
was appointed local superintendent. 


Mr. Maurice E. McCormick, who has been appointed as- 
sistant general maanger of the Bangor Railway & Electric 
Company, Bangor, Maine, entered railway work on Jan. 1, 
1896, as an apprentice in the repair shops of the Public 
Works Company, Bangor, Maine, and has remained contin- 
uously in the service of that company and its successor, the 
Bangor Railway & Electric Company. He has in turn held 
the positions of shop foreman, master mechanic, assistant 
superintendent of operation and claim agent. The Bangor 
Railway & Electric Company owns and operates the electric 
railway and lighting companies in Bangor and vicinity. 
The company was organized in 1905 when the Public Works 
Company, the Bangor, Hampden & Winterport Railway, the 
Bangor, Orono & Old Town Railway, the Penobscot Central 
Railway and the Old Town Electric Company were consoli- 
dated. It also controls the Bar Harbor & Union River Pow- 
er Company and the Bangor Power Company. 


Mr. H. S. Newton has resigned as general manager of the 
Mesaba Railway, Virginia, Minn. He has been with the 
company since August, 1912. Mr. Newton was graduated 
from Ohio State University as an electrical engineer. He 
became connected with the General Electric Company at its 
Lynn shops and was later transferred to the Thompson- 
Houston Company at Cincinnati, for which he supervised the 
installation of apparatus on properties throughout the Cen- 
tral West. Subsequently he became electrical engineer for 
the Wheeling (W. Va.) Railway and later electrical engineer 
for the Syracuse (N. Y.) Railway and the Syracuse Consoli- 
dated Street Railway, eventually serving in the same capac- 
ity for the consolidated company, the Syracuse Rapid Transit 
Railway. Mr. Newton was appointed general manager and 
chief engineer of the Syracuse, Lakeside & Baldwinsville 
Railroad when the road was projected and continued with it 
during the first two years of its operation. He next became 
general manager of the Beaver Valley Traction Company, 
Pittsburgh. Before becoming connected with the Mesaba 
Railway he was general manager of the Hartford & Spring- 
field Street Railway, Warehouse Point, Conn., for nine years. 


Mr. E. A. Humphrey has been appointed electrical engi- 
neer of the Great Northern Railroad to succeed Mr. C. L. 
Daugherty, who, as previously noted in the ELECTRIC RAIL- 
WAY JOURNAL, has been appointed assistant general man- 
ager of the St. Petersburg & Gulf Railway and St. Peters- 
burg Light & Power Company, St. Petersburg, Fla. From 
March, 1899, to June, 1904, Mr. Humphrey served as “head- 
end” electrician on the Lake Shore Limited between Chicago 
and New York on the Lake Shore and the New York Central 
lines. From June, 1904, to January, 1909, he was electrical 
foreman in charge of cab lighting at the Root Street Yards 
of the Lake Shore and Massachusetts Southern Railway. 
He then entered the employ of the Great Northern Railway, 
and from January, 1909, to April, 1911, was chief train elec- 
trician with that company. From April, 1911, to September, 
1911, he was chief electrician of the Cascade Tunnel electri- 
fication of the Great Northern Railway. From September, 
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1911, to November, 1914, Mr. Humphrey was assistant elec- 
trical engineer of the Great Northern Railway. He was ap- 
pointed electrical engineer of the company last month. 

Mr. Howard Whitney, Nashua, N. H., formerly with the 
maintenance of way departments of the Boston & Maine 
Railroad and the Missouri Pacific Railroad, has been ap- 
pointed engineer of maintenance of way of the Springfield 
(Mass.) Street Railway and the Worcester (Mass.) Consoli- 
dated Street Railway, to succeed Mr. Herbert Flanders, the 
newly appointed general manager of the Springfield Street 
Railway. Mr. Whitney will take charge of the maintenance 
of track and bridges of the systems owned and controlled by 
the New England Investment & Security Company. Mr. 
Whitney has had extended experience on engineering work 
with several railroads, but has never before been connected 
with an electric railway. He was graduated from Tufts 
College and was first employed in the construction of 


bridges and maintenance of track on the Missouri Pacific 


Railroad. Later he became construction engineer for the 
Central Vermont Railroad, a subsidiary of the Grand 
Trunk System, when it started construction of the branch 
from Palmer to Providence. During the time he was with 
the Central Vermont Railroad Mr. Whitney was resident en- 
gineer with headquarters in Woonsocket, R. I. He was later 
employed on the main line of the Boston & Maine Railroad 
with the maintenance of way department. Previous to the 
time of his appointment to the position of engineer of main- 
tenance of way of the companies at Springfield and Worces- 
ter Mr. Whitney was employed as engineer with a contract- 
ing firm in Nashua, N. H. 


OBITUARY 


Charles J. Canda, a member of the old Rapid Transit Com- 
mission of New York City, is dead. Mr. Canda was born in 
Paris in 1838 and was long prominent in steam railroad 
work. 


Col. George W. Dunn, a member of the State Railroad 
Commission of New York, the predecessor of the present 
public service commission, died at his home in Binghamton, 
N. Y., on Nov. 27. Colonel Dunn was born in Castle Creek, 
N.‘Y., in 1839. 


Charles E. Hansell, assistant manager of the Esterline 
Company, Indianapolis, Ind., died on Nov. 25 as the result 
of injuries received in a collision between his motor car and 
a street car. Mr. Hansell was born at Medaryville, Ind., 
in 1883. He was graduated from the electrical engineering 
department of Purdue University in 1907, and shortly after 
entered the employ of the Western Electric. Company at 
Chicago. Later he was electrical engineer of the Duncan 
Electric Company, LaFayette, Ind., and three years ago 
entered the employ of the Esterline Company as assistant 
manager and instrument engineer. He is survived by his 
widow and five children. 


Lucius Tuttle, former president of the Boston & Maine 
Railroad, died at Brookline, Mass., on Nov. 30. Mr. Tuttle 
was a native of Hartford, Conn. He was an early exponent 
of the policy of electric railway control by steam railroads 
with the object of maintaining a centralized transportation 
system. Under him as head of the Boston & Maine Rail- 
road, the unprofitable State-operated Hoosac tunnel link of 
the Fitchburg Railroad was taken over by the Maine sys- 
tem and later was electrified. Besides being a director 
in various banks and industrial corporations Mr. Tuttle 
was a trustee of Clark University and a member of the 
corporation of the Massachusetts Institute of Technology. 


Forrest E. Barker, chairman of the Massachusetts Gas 
& Electric Light Commission, died suddenly at Washing- 
ton, D. C., on Nov. 20, while in attendance upon the con- 
vention of the National Association of Railway Commis- 
sioners. Mr. Barker was born in Exeter, N. H., in 1853, 
was graduated from Wesleyan University, Connecticut, in 
1874, and later took up the study of law at the Boston 
University Law School. After being admitted to the bar, 
he practised law in Worcester, Mass. In 1885 he was ap- 
pointed a member of the Gas & Electric Light Commission 
by Governor Robinson of Massachusetts. That the com- 
mission was not abolished at the time of the creation of 
the Massachusetts Public Service Commission in 1913 was 
in no small part due to the years of devoted service and 
wise direction given by Mr. Barker in his responsible office. 
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Construction News 


_ Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


*Richmond Railway & Viaduct Company, Richmond, Va.— 
Chartered in Virginia to take over the Richmond & Henrico 
Railway and the Broad Street viaduct in Richmond. Capital 
stock, $25,000. Officers: E. R. Williams, president; Thomas 
B. Gay, vice-president; W. H. Chalkley, secretary and treas- 
urer, all of Richmond. 


FRANCHISES 


Los Angeles, Cal.—The Los Angeles Railway has received 
from the Council a sixty-day extension of time on its 
franchise in which to complete work on Long Beach Avenue 
and Vernon Avenue in Los Angeles. 


Pasadena, Cal.—An agreement as to the North Lake 
Avenue franchise in Pasadena has been reached between the 
Pacific Electric Railway and the Council, and the Commis- 
sion has ordered a notice advertising the sale of the fran- 
chise to be published. The duration of the franchise is to 
be for thirty years. 


Pittsfield, Mass.—The Berkshire Street Railway~has re- 
ceived from the Massachusetts Public Service Commission 
an extension of time on its franchise to Dec. 1, 1915, in 
which to finish the construction and alterations of its lines 
in North Adams. 

Cleveland, Ohio.—The Cleveland & Youngstown Railway 
has received a franchise from the Council in Cleveland to 
make certain changes in its grade that have become neces- 
sary since the original franchise was granted. 

Medford, Ore.—The Southern Oregon Traction Company 
has received from the Council an extension of time on its 
franchise until June 30, 1915, in which to complete its 2-mile 
line in Medford. S. M. Bullis, Medford, president. 

San Antonio, Tex.—The San Antonio Traction Company 
has received a franchise from the Council for an extension 
on West Commerce Street from Main Plaza to San Saba 
Street. At the same time authority was given to remove 
one of the tracks on Dolorosa Street in San Antonio. 

Port Arthur, Tex.—The Port Arthur Traction Company 
has asked the Council for a franchise for an extension to 
the Pleasure’ Pier in Port Arthur. 

Morgantown, W. Va.—The Morgantown & Wheeling 
Railway has received a franchise from the County Court 
to extend its lines through Clay and Battelle districts, bonds 
having been voted by these two districts to aid in the con- 
struction project. 


TRACK AND ROADWAY 

Pacific Electric Railway, Los Angeles, Cal.—Grading has 
been begun by this company on the link between Arlington 
and Corona, 8 miles. 

Fresno (Cal.) Interurban Railway.—This company has 
asked the Railroad Commission for authority to issue 
$212,500 common stock and $350,000 of bonds. The proceeds 
will be used to build the 26 miles of railroad, one branch 
of which will run from Fresno to the Centerville citrus dis- 
trict, and the other from Fresno to Clovis and Gould Colony. 
The estimated cost of construction per mile is $17,500. After 
building the line the company plans to issue $350,000 of 
preferred stock, the proceeds to be used for the purpose of 
refunding the bonds. This stock is to be sold to landowners 
along the line of the road. 

Fresno (Cal.) Traction Company.—Plans are being re- 
vived by the company to build a 2%-mile extension south of 
Fresno to Calwa. 

Benicia Land & Terminal Company, Benicia, Cal.—Fi- 
nancial backing has been secured and plans are being made 
to begin work soon on this proposed electric line to connect 
Benicia and Vallejo. [E. R. J., Oct. 24, 714] 

Clear Lake Railroad, Lakeport, Cal—About 18 miles of 
track will be built by this company during 1915. 


1278 


*Ukiah, Cal.—Plans*are being considered to build an elec- 
tric railway from Ukiah to Lake County via Potter Valley. 
Among those interested are: Eli Jones, J. G. Newman and 
Albert Clapp. 


Middletown & Chester Railway, Middletown, Conn.—Pre- 
liminary arrangements are being made by this company to 
build its electric line between Middletown and Chester. 
Richard H. Bunce and Gustaf B. Carlson are among those 
interested. This railway will be an extension of the Shore 
Line Electric Railway. A separate company has been 
formed to obtain the charter for this line, which will be 
known as the Middletown & Chester Railway. 


Washington Railway & Electric Company, Washington, 
D. C.—Construction of a branch line on Fourteenth Street 
between F Street and Pennsylvania Avenue so as to provide 
direct transportation over the lines of the Washington Rail- 
way & Electric Company from the northwest section of 
the city to the bureau of engraving and printing and other 
government buildings in that section is practically assured. 
The Public Utilities Commission and the company have 
reached a tentative agreement as to the building of the ex- 
tension and work on the improvement may be begun within 
a few weeks. Details of the plan, which also provides for 
the establishment of terminal facilities in the neighborhood 
of the bureau of engraving and printing, will not be made 
public until after the commission has finally approved the 
project. 

Southern Illinois Railway & Power Company, Chicago, 
Tll.—Work will be begun at once by this company on its line 
between Herrin, West Frankfort, Johnson City and Benton 
in Illinois. 


Chicago, Peoria & Quincy Traction Company, Quincy, III. 
—According to officials of this company, the line which the 
company proposes to build from Peoria to Quincy will be in 
operation by Jan. 1, 1916. The company has entered into 
an arrangement with Woolf, Teitel & Company of California 
and Utah to finance the building of the railway. John L. 
Soebbing, president. [E. R. J., June 27, ’14.] 


Kankakee & Urbana Traction Company, Urbana, IIl.— 
This company opened a 5-mile extension from Rantoul to 
Ludlow on Dec. 1. About 20 miles are now in operation on 
this line and the officials plan to build 5 miles more in the 
spring, which will complete the line to Paxton. 


Union Traction Company, Coffeyville, Kan.—This com- 
pany is asked to consider plans to build a 25-mile line south- 
east from Coffeyville to Centralia. 


*Garden City, Kan.—The Garden City Sugar Company is 
making plans to construct an electric railroad to connect its 
farms with the beet factory. 


Arkansas Valley Interurban Railway, Wichita, Kan.— 
Charles D. Bell, superintendent of this line, has closed a 
contract with the Hutchinson Street Railway for the use of 
its track in entering Hutchinson, and it is now planned to 
ask a franchise in Hutchinson permitting the interurban 
railway to operate over the street railway’s lines; also the 
interurban railway will ask for a special election at an 
early date to vote on a $30,000 bond issue for the purpose 
of building interurban terminals in Hutchinson. The pro- 
posed extension of the interurban line would be 22 miles and 
would cost approximately $350,000. About half of the 
right-of-way from Halstead to Hutchinson has already been 
secured. 


Kentucky Utilities Company, Somerset, Ky.—A $3,000,000 
mortgage, in favor of the Illinois Trust & Savings Bank, and 
William H. Henkle, trustees, has been recorded in several 
central Kentucky counties by the Kentucky Utilities Com- 
pany. With a franchise for using certain of the Winchester 
streets, the company keeps one electric car in operation in 
Winchester, the car meeting every train and making the 
round trip at other intervals. Extension of the lines to some 
of the outlying residence districts and connection with inter- 
urban lines in other directions are contemplated by this com- 
pany. 
Orleans-Kenner Electric Railway, New Orleans, La.— 
Construction of this line from New Orleans to Kenner, La., 
and the St. Charles Parish boundary is almost completed. 
EK. A. Stanford, president. [E. R. J., Oct. 24, 714.] 
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Texas-Louisiana Traction Company, Shreveport, La.— 
Surveys are being made by this company on the section of 
its line between Shreveport and Marshall. The contract for 
financing and for the construction of this line between 
Shreveport and Monroe has been awarded. This railway 
will run through Jefferson and Greenville and will connect 
with the electric line from Dallas. Ultimately this line will 
connect Shreveport, La., and Jefferson and Longview, Tex., 
via Mansfield, Vivian, Blanchard, Oil City, Mooringsport, 
Greenville, Monroe and Marshall. A. B. Blevins, Jefferson, 
president. [E. R. J., Feb. 14, 714.] 


Hagerstown & Frederick Railway, Frederick, Md.—Plans 
are being made by this company to build a high-tension line 
to Williamsport, with the possibility of outlets from Wil- 
liamsport and an extension across the Potomac River into 
Berkeley County, W. Va. Poles are now being erected from 
Hagerstown to a point west of Halfway for the new trolley 
wires. With the installation of the high-tension line, cars 
can be operated at a greater speed. The new bridge at 
Williamsport was constructed with a view of carrying the 
tracks of an electric railway. 

Milford & Uxbridge Street Railway, Milford, Mass.—This 
company is asked to consider plans to extend its lines to 
Purchase. 

Worcester (Mass.) Consolidated Railway.—This company 
is asked to consider plans to extend its Sandersdale line to 
the site of the old waiting station in Southbridge. 


*Lansing, Mich.—The project to build an electric railway 
from Charlotte to Albion has been extended to include 
Grand Ledge and Lansing. The proposed line is a combina- 
tion of two old plans. It was proposed to build a railway 
from Charlotte to Albion many years ago. The right-of- 
way was completed most of the distance. The new company 
has secured possession. of this grading. Application for a 
charter will soon be made by the promoters. The new line 
will connect with the lines of the Michigan United Traction 
at Albion. A. D. Wood, Lansing, promoter. 


Metropolitan Street Railway, Kansas City, Mo.—This 


company is replacing with iron poles the wooden trolley. 


poles on West Electric Street in Independence. 


St. Joseph Railway, Light, Heat & Power Company, St. 
Joseph, Mo.—At a hearing before Judge John Kennish of 
the State Public Service Commission on Nov. 18 one of the 
commission’s engineers reported against the Hyde Park 
Line extension which complainants were asking for. Gen- 
eral Manager John H. Van Brunt and H. A. Cowgill, engi- 
neer of maintenance of way, also offered testimony to the 
effect that the proposed loop would entail an unjustifiable 
expense. 


Omaha & Council Bluffs Street Railway, Omaha, Neb.— 
This company has placed in operation its new line to Fifty- 
first Street and Center Street in Omaha. 


Brooklyn, N. Y.—Following are unofficial totals of bids 
opened Dec. 1, at the Public Service Commission, 154 Nas- 
sau Street, New York City, N. Y., for reconstructing part 
of Section No. 9-C-1 of Route No. 9, a part of the Fourth 
Avenue subway in Brooklyn: Samuel Beskin, Beacon, N. 
Y., $134,085; Ward & Tulley, Inc., West Twentieth Street 
and Railroad Avenue, Brooklyn, $141,762; Thomas F. 
Shaughimessy, Albany, N. Y., $154,144; Frawley, Kauf- 
man Contracting Company, 51 Chambers Street, New York, 
$158,109; Thomas Crimmins Contracting Company, 444 Hast 
Sixty-ninth Street, New York, $168,000; Snare & Triest 
Company, 233 Broadway, New York, $172,733; Norton & 
Gorman, 803 Douglas Street, Brooklyn, N. Y., $185,830; 
J. F. Cogan Company, 233 Broadway, New York, $190,000, 
and Degnon Contracting Company, 30 East Forty-second 
Street, New York, $192,389. The work includes the instal- 


lation of cross-overs and partial reconstruction of De Kalb. 


Avenue Station in the Flatbush Avenue extension in 


Brooklyn. 


Westchester Electric Railroad, Mount Vernon, N. Y.—A 
tentative proposition recently suggested in connection with 
the extension of the North Pelham line of this company 


from Mount Vernon to Tuckahoe, reported in a late issue of 


the ELECTRIC RAILWAY JOURNAL, provides for the immediate 


construction of an extension to the Chester Hill station of 
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the New York, Westchester & Boston Railroad and later 
continuing the line to Waverly Square, Tuckahoe, about 
1 mile distant. 


Dan River Railway, King, N. C.—Grading will soon be 
begun by this company on the 3-mile section of its line be- 
tween King and Granite Quarry. This is part of a plan to 
build a 30-mile line from King to Asbury. H, A. Miller, 
Clemons, president. [E. R. J., Jan. 17, ’14.] 


*Canton, Ohio.—The Chamber of Commerce at Canton, 
as well as prominent men in both Canton and Steuben- 
ville, are interested in the construction in a proposed elec- 
tric line between Canton and Steubenville, via Carrollton, 
Minerva, Osnaburg, Oneida and Amsterdam, a distance of 
60 miles. 


Cleveland, Youngstown & Eastern Railway, Cleveland, 
Ohio.—At a rehearing before the Public Utilities Commis- 
sion on Nov. 25, the commission refused to modify its 
original order that extensive repairs to track and equip- 
ment be made on this railway and that until this is done 
cars must run very slowly between Chagrin Falls and 
Garrettsville. The company pleaded the stringency of the 
money market as a reason for not having made repairs 
under the order. 


East Linden Electric Railway, Linden, Ohio.—The Coun- 
cil committee on railroads at Columbus has approved a 
resolution establishing the route proposed by this company 
and asking for bids on the lowest rate of fare to be charged 
over the route. This step was necessary before the Council 
could advertise for bids. The line will extend from the 
western end of Leonard Avenue viaduct, near the present 
terminus of the Columbus line, into the corporate limits of 
the town of Linden. Paul H. Kohr, secretary. [E. R. J., 
June 6, ’14.] 


Toronto, Ont.—The Board of Control has been asked to 
place before the public on Jan. 1, 1915, a by-law asking for 
the extension of the Toronto Civic Car Line from St. Clair 
Avenue south along Vaughan Road to Badhurst Street 
Hill, and for a similar extension from St. Clair Avenue 
down Lansdowne Avenue in Toronto. 


Toronto (Ont.) Suburban Street Railway.—On the Guelph 
extension of this company tracklaying has been completed 
from Islington to beyond Eden Mills. Considerable ballast- 
ing has been done, poles have been placed, and other work 
done. While some work is still in progress west of Eden 
Mills, operations on other sections of the line have been sus- 
pended. 


West Side Electric Street Railway, Charleroi, Pa.—This 
corporation is yet in the formative stages. At present right- 
of-way is owned by this company traversing the properties 
of the West Sacramento Company. Capital stock, $1,000,- 
000. Officers: Samuel Pond, president; J. K. Armsby, vice- 
president, and William Herlitz, secretary. 


Philadelphia & West Chester Traction Company, Phila- 
delphia, Pa.—Plans are being considered by this company 
for a line for East Lansdowne and Lansdowne. It will 
extend from the terminal at Sixty-ninth Street, thence 
through private right-of-way to Church Lane and Pem- 
broke Avenue, East Lansdowne, and thence to Stewart 
Avenue and Lansdowne Avenue, making the terminus at 
Lansdowne and Baltimore Avenues, Lansdowne. 


Rhode Island Company, Providence, R. I.—This company 
has placed in operation its new Mount Pleasant Avenue 
line from Chalkstone Avenue to Atwell’s Avenue in Olney- 
ville. Plans are being contemplated for a further extension 
of the new line to the junction of Manton Avenue and At- 
well’s Avenue, so that the desired belt line to Olneyville 
Square may be built. 


Cumberland Valley Interurban Railway, Nashville, Tenn. 
—Surveys have been completed by this company through 
Wilson County, a few miles south of Lebanon, to Water- 
town, Alexandria, Smithville, McMinnville and Sparta. 
Branches will be constructed from points along the line to 
the Hermitage and Lebanon. This line will penetrate ter- 
ritory much of which is not reached by a railroad of any 
kind. W. G. Baird, Lebanon, president. [E. R. J., July 
A140] : 


ELECTRIC RAILWAY JOURNAL 


1279 


Middle Tennessee Traction Company, Nashville, Tenn.— 
Grading has been completed by this company on the 23-mile 
section of its line between Franklin and Eaglesville. This 
line will ultimately connect Franklin, Eaglesville, Shelby- 
ville, Fayetteville, Tenn., and Huntsville, Ala. John A. 
Pitts, Nashville, president. [E. R. J., June 20, ’14.] 


Nashville-Gallatin Interurban Railway, Nashville, Tenn.— 
Among the improvements planned by this company in the 
near future will be a branch line leaving the main line at 
Goodlettsville, to Springfield via Guthrie. Ultimately this 
line will be extended to Clarksville. Another extension 
contemplated is from Gallatin, the present northern ter- 
minus of the main line, to Bowling Green, Ky. An impor- 
tant extension of the line from Nashville to Franklin is 
already under way. 


Bryan & Central Texas Interurban Railroad, Bryan, Tex. 
—Plans are being considered by this company to build a 
line from Bryan to Navasota, Tex. 


Dallas (Tex.) Consolidated Electric Railway.—Work in- 
volving an expenditure of $40,000 will be begun at once by 
this company on Main Street between Exposition Avenue 
and Haskell Avenue in Dallas. The improvement includes 
relaying the present tracks with new rails. The street will 
also be paved. 


Houston (Tex.) Electric Railway.—This company is asked 
to consider plans to build an extension from Whitman 
Street, north on Clark Street to Dudley Street, about 1 
mile. 

Pier Railway, Port Arthur, Tex.—A 1-mile branch from 
Procter Street to Pleasure Pier in Port Arthur will be con- 
structed by this company during 1915. 

Ogden, Logan & Idaho Railway, Ogden, Utah.—Pre- 
liminary arrangements are being made by this company 
for the extension of its line from Idlewild, the present 
Ogden canyon terminus, to Huntsville. [E. R. J., Oct. 31, 
714,] 

Utah Light & Railway Company, Salt Lake City, Utah.— 
This company has a large force of men repaving, construct- 
ing and extending some of its lines in Salt Lake City. 


*Walla Walla, Wash.—Plans are being contemplated to 
build a 75-mile electric railway from Walla Walla to La 
Grande. Among those interested are: C. J. Franklin, 
Boise; J. G. Brown, Galion, Ohio, and E. A. Pack, Weiser, 
Wash. 

Washington-Oregon Corporation, Vancouver, Wash.— 
About 2 miles of new track will be built by this company 
in Vancouver during 1915. 


Charleston, Parkersburg & Northern Railroad, Parkers- 
burg, W. Va.—Bids will be awarded by this company in 
January to build its electric line between Parkersburg, 
Charleston, Sissonville and Guthrie. K. B. Stephenson, 
Parkersburg, secretary. [E. R. J., Sept. 19, ’14.] 


SHOPS AND BUILDINGS 


Bay State Street Railway, Boston, Mass.—On Jan. 1 all 
departments of this company located in Lynn will move 
from the old Currier Building, the quarters which they have 
occupied, and will locate in the second story offices of the 
new Security Trust Company building at Central Avenue 
and Willow Street in Lynn. 


POWER HOUSES AND SUBSTATIONS 


Cleveland & Eastern Traction Company, Cleveland, 
Ohio.—This company has placed an order with the Westing- 
house Electric & Manufacturing Company for three 185-kva, 
single-phase, sixty-cycle, 16,500-volt high tension to rotary 
volts low tension O. I. S. C. transformers. 


Schuylkill Valley Traction Company, Norristown, Pa.— 
After being under construction for more than two years, 
the new plant of the Phenix Water Power Company at 
Black Rock, is in operation to supply current for the Schuyl- 
kill Valley Traction Company’s line between Pottstown and 
Chestnut Hill. The plant cost $300,000, but in addition to 
this the Schuylkill Navigation Company expended $100,000 
rebuilding the dam and in constructing concrete retaining 
walls. 
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Manufactures and Supplies 


ROLLING STOCK 

Toronto (Ont.) Civic Railway expects to purchase within 
about a week three light closed motor cars and one sweeper. 

Ogden, Logan & Idako Railway, Ogden, Utah, expects 
to purchase one electric locomotive within the next two 
months. 

Tidewater Power Company, Wilmington, N. C., is having 
three 21-ft. semi-convertible city cars built by The J. G. Brill 
Company. 


Shore Line Electric Railway, Norwich, Conn., has issued 


specifications for about ten double-truck closed passenger 
ears for city and suburban service; length over buffers to 
be 47 ft., length of car-body 36 ft. 

Bay State Street Railway, Boston, Mass., has ordered 
one 30-ft. semi-steel semi-convertible city car from the 
Laconia Car Company. This company is reported to be pre- 
paring plans for the purchase of a large number of cars. 

London & Port Stanley Railway, London, Ont., expects 
to order within the next two or three weeks, three two- 
compartment and three three-compartment 55-ft. passenger 
motor cars, four trail cars and three 60-ton locomotives. 

Empire United Railways, Syracuse, N. Y., is reported to 
be expecting to purchase twelve cars before Jan. 1, 1915, in 
addition to those which were noted in the ELECTRIC RAIL- 
WAY JOURNAL of August 15 as having been ordered from 
the St. Louis Car Company. 

Boston (Mass.) Elevated Railway is discussing plans to 
revise the specifications which it has recently issued for the 
purchase of 100 new cars. The company is reported as con- 
sidering: the purchase of fifty motor cars and fifty trailers 
instead of 100 trailers, as formerly intended, to be of lighter 
construction than the design provided for in the original 
specifications. No decision, however, has yet been reached 
on this matter. 

Charleston (S. C.) Consolidated Railway & Lighting Com- 
pany announces that it has not purchased twelve all-steel 
cars, as recently reported. The car specifications which were 
published in the ELECTRIC RAILWAY JOURNAL of Nov. 14, 
1914, apply to twelve composite pay-within street cars, six of 
which were ordered by this railway from the Cincinnati Car 
Company in’December, 1911, five in November, 1912, and one 
in September, 1913. 


TRADE NOTES 


McLeer Electric & Manufacturing Company, Brooklyn, 
N. Y., manufacturer and engineer, has changed its name 
and will hereafter be known as the Electric Operations 
Company, Inc. 

Union Switch & Signal Company, Swissvale, Pa., has 
made the following changes and appointments: Central 
district, Chicago office, V. K. Spicer, special representative; 
W. H. Talbert, resident manager; George Marloff, office 
manager; S. E. Gillespie and J. L. Lucks, engineers. East- 
ern district, New York office, A. Dean, resident manager; 
H. McCready, office manager; H. W. Griffin, R. P. Tuttle, 
J. W. White and H. H. Hamilton, engineers; T. H. Patenall, 
resident manager, Montreal, Que. 


Manganese Track Society and the Steel Foundries’ Society 
at their October meeting adopted standards for manganese 
steel pointed switches. The joint standardization commit- 
tee of these societies has agreed upon what, in their opin- 
ion, constitutes the best practice in regard to the design 
and dimensions of manganese steel pointed switches. Its 
recommendations include the manner of attaching the man- 
ganese steel tips to the switch point, limiting the dimen- 
sions of the piece, as well as recommendations governing 
the position of the manganese steel point when it is in con- 
tact with the running rail or when the switch is open. 


William F. Bauer has been appointed manager of the 
Chicago office of the Edison Storage Battery Company, suc- 
ceeding Charles B. Frayer who retired on Nov. 30 to devote 
himself to private interests. Mr. Bauer has been a familiar 
figure in railway and electrical circles of Chicago since he 
went there in 1906 as sales engineer of the Electric Storage 
Battery Company. In 1889 he was the electrician in charge 
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of the original train lighting equipment of the Chicago 
Limited of the Pennsylvania Railroad, a lighting system de- 
signed by his father, then chief electrician of the Pullman 
Company at Chicago. Later, after practical experience 
with the old Electric Accumulator Company, the Westing- 
house Electric & Manufacturing Company and the Pullman 
Company, he became train electrician of the Lake Shore 
Limited in the employ of the Wagner Palace Car Company. 
In 1901 he joined the forces of the Consolidated Railway 
Electric Lighting & Equipment Company and two years 
later was appointed chief electrician of the Missouri Pacific 
Railroad in charge of car lighting. Mr. Bauer has been 
with the Edison Storage Battery Company about a year as 
assistant manager of the railway department. He is presi- 
dent of the Railway Electrical Supply Manufacturers’ Asso- 
ciation, an organization in which he has been active since 
its formation. 


ADVERTISING LITERATURE 


American Electrical Works, Philadelphia, R. I., has issued 
a price list of its wire and cable materials. 


Independent Pneumatic Tool Company, Chicago, Ill, has 
issued a folder which describes its “Thor” portable electric 
drills. 

Nungesser Carbon & Battery Company, Cleveland, Ohio, 
has issued a card on its dry batteries for railway signal 
service. 

Chicago Pneumatic Tool Company, Chicago, IIll., has 
issued bulletin No. 34 S, describing its small power-driven 
compressors, 

Watson-Stillman Company, Aldene, N. J., has issued a 
catalog describing its “Kromax” leather packings for vari- 
ous kinds of machinery. 


Electric Service Supply Company, Philadelphia, Pa., has 
issued a folder describing its “Melobeam” incandescent 
headlights for traction service. 


Railway & Power Equipment Company, Buffalo, N. Y. 
(Charles F. Johnson—established 1901), has issued For 
Sale List No. 99 with a practical mailing card and a special 
circular describing a type of portable crane. This company 
is covering a broad field of equipment, represents several 
manufacturers, and is handling both new and second-hand 
equipment. It announces that a broad advertising campaign 
for the coming year is being planned to include numerous 
special pamphlets covering separate departments of their 
business. "3 

Western Electric Company, New York, N. Y., prints as 
a leading article in the December issue of the Western 
Electric News an illustrated account, entitled “Telephoning 
the Isthmus,” of the telephone construction work installed 
by this company in the vicinty of the Panama Canal. The 
article tells for the first time the story of the important 
part the telephone plays in the operation and management 
of the canal. Nearly 4000 telephones, together with mag- 
nets and central battery switchboards, power plants, cables 
and other apparatus have been installed in and around the 
Canal Zone by this company. 


Another consolidation hearing was given on Dec. 2 by 
the Massachusetts Public Service Commission upon the legis- 
lative resolve covering proposed transportation improve- 
ments in the Boston metropolitan district. James F. Jack- 
son, counsel for the Bay State Street Railway, appeared on 
behalf of the consolidation of that company with the Boston 
Elevated Railway. At a previous hearing the commission 
had requested Mr. Jackson to discuss more in detail the ben- 
efits of the consolidation. He pointed out that equalization 
of fares would be one of the chief gains and said that the 
financing of necessary transportation improvements, includ- 
ing new subways and rapid transit lines, would be greatly 
facilitated if a single organization controlled the service in 
and about Greater Boston. The studies submitted of pro- 
posed plans for handling the suburban railroad traffic in con- 
nection with downtown electric railways were only tentative, 
and until an act approving the consolidation was passed, the 
detail could not be worked out. In closing, Mr. Jackson 
pointed out that the working out of the consolidation would 
be completely under the supervision of the commission. 
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BRILL WORK CARS 


éer DHE large number of purposes that a car like this will serve makes it 

economical as well as useful. Besides being an all-round line and 
construction car, it will handle light and heavy freight and express 
matter advantageously. The roof platform is raised and lowered by a 
simple mechanism in the cab. There is 12-in. clearance between the 
floor and the sills of the cab and the supports are but 11-1/8 in. wide, 
leaving ample space for carrying rails and poles. Weight of the body, 
less electrical equipment, is 18,000 lbs. and capacity, 40 tons.” 


rE awe GG. BRILES COMPANY AGENCIES: Prerson, Rorepine & Co., San 
Philadelphia, Pa. Francisco, Los Angeles, Portland, Seattle. Noyes 
AMERICA Ny. < ix RY COMPANY Broruers,Melbourne, Sidney, Dunedin,Brisbane, 
eS EOMIS AO. : Perth. C. Dusserman, 48 Rue du Luxembour, 

GC, KUHL i - Nee CAR CO. ID) Brussels Suacuiarohe (Co Cale shanna 
Cleveland, o : [ 201, Buenos Aires. THomas Barrow & Sons, 


WASON MANUFACTURING CO. Durban, Natal. Sauewan, Tomes & Co., Hon Kone, 


COMPA earns RG BRILL Canton, Shanghai. G, Caeccuerrt, Piazza Sicilia, 


Paris. France 1,Milan. Lonnon Orrice,110Cannon Street, E.C. 
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CURTIS TURBINES, 
——— 


CLOSELY 
e 


A LINKED 


e 


6250 kw. Curtis Steam Turbine, Fort Wayne and Northern Indiana Traction Company, 
Fort Wayne, Ind. 


Seven and One-Half Days 
: from Cars to Bus Bars 


That is the installation record of the 6250 kw. tur- 
bine shown above. In seven and a half days from its 
arrival in Fort Wayne, this turbine was ready to carry 


load. 


Such quick installation is not always necessary, 
but the fact that a comparatively large Curtis turbine 
can be put in service in so short a time indicates that 
its mechanical construction does not require delicate 
adjustments after arrival at destination. 


Curtis turbine purchasers are assured that no delay 
need occur in turning out power after the turbine is 
delivered. 


General Electric Company — 


Atlanta, Ga. Cleveland, Ohio Minneapolis, Minn, — Rochester, N. Y. 


Baltimore, Md. Columbus, Ohio Nashville, Tenn. St. Louis, Mo 
Birmingham, Ala, Dayton, Ohio General Office: Schenectady, N. Y. NéwHaven, Conn. Salt Lake City, Utah. 
oe. } fo) Denver, Colo, z New Orleans, La. San Francisco, Cal, 
Becton, Nie Des Moines, Iowa ADDRESS NEAREST OFFICE New York, N. Y. Schenectady, N. Y. 
uffa oe Detroit, Mich. ———— Niagara Falls, N. Y, Seattle, Wash. 
Aude era (Office of Agent) Omaha, Neb. Spokane, Wash. 
Chase NI i Va.‘ Duluth, Minn, Indianapolis, Ind. Los Angeles, Cal. Philadelphia, Pa, Springfield, Mass, 
CRates: €, r Elmira, N. Y. EEN ae Fla, Louisville Pittsburg, Pa, * - Syracuse N.Y. Sen ae 
Eaetapoce., enn, Erie, Pa, oplin, Mo ae Portland, Ore. Toledo, Ohio Says 
G icago, it Fort Wayne, Ind. Kansas City, Mo. Memphis, Tenn. Providence, Re. Washington, D. C. ; ea 
incinnati, Ohio Hartford, Conn. Knoxville, Tenn, Milwaukee, Wis. Richmond, Va. Youngstown, Ohio AP 
For Texas, Oklahoma and Arizona business refer to Southwest General Electric Company (formerly Hobson Electric Co.), Dallas, El Paso, ; i ey 


Houston and Oklahoma City. For Canadian business refer to Canadian General Electric Company, Ltd., Toronto, Ont. 


